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RAILROAD VALUATION 


There is no more complicated and pestiferous prob- 
lem connected with transportation than that of railroad 
valuation. This is not only because of the many elements 
and conflicting views involved when considering the 
subject even academically, but because, when valuation 
becomes the basis of rates charged the public for serv- 
ice, the conflicting views are multiplied and intensified 
through the introduction of the element of selfish inter- 
est. Those who object to high rates and desire low 
rates—the shippers—are likely to be prejudiced in favor 
of a system of accounting that will produce a low valua- 
tion, since, under the transportation act of 1920, rates 


.are supposed to be made so as to produce a certain per- 


centage on that valuation in net earnings, and those 
who desire high rates—the railroads—are likely to be 
prejudiced in favor of a high valuation, for the same 
reason. This is obvious and unavoidable, human nature 
being what it is, and it constitutes the chief reason 
against valuation as a basis for rates and earnings. 

Of course, valuation or no valuation, high valuation 
or low valuation, the railroads are entitled to and, for 
the sake of the public welfare, should have earnings that 
will enable them to write a fair profit on their books, 
assuming their management to be honest and economical. 
On the other hand, those who pay transportation charges 
are entitled to rates that are no more than reasonable 
for the service rendered. Probably any standard selected 
as a basis for figuring adequate revenue on a percentage 
method would be productive of inequalities and dissatis- 
faction. Any such standard is more or less arbitrary. 
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The one now used—valuation—proves the case. It is so 
unsatisfactory and inconclusive that, even though it is 
established by law, the Interstate Commerce Commis- 
sion, charged by the law with acting in accordance with 
it and making rates that will produce a certain percent- 
age of net revenue on the value of the railroad properties 
devoted to transportation purposes, as found by the 
Commission itself, does not obey the law and the rates 
permitted and ordered by it: produce far less revenue 
than the law prescribes and than it itself, on paper, has 
prescribed, under the law. It has said that the carriers 
are entitled to five and three-quarters per cent on their 
valuation, as fixed by it, but it does not permit them 
that much. There can be no justification for its course 
except that it really does not believe the carriers are 
entitled to that much money. In order to make the 
result come out right, it must produce a lower valuation 
than the.one tentatively arrived at for experimental rate- 
making purposes. Hence, we have an endless chain that 
gets us nowhere, and we have no satisfactory system 
for determining in advance how much net revenue the 
carriers shall have. Manifestly, even assuming that 
everybody admits that the revenue of the carriers should 
be adequate and that everybody is willing they should 
have it, it is as difficult to find a system that will insure 
that condition as it is certain that the present system 
is expensive, unsatisfactory, unscientific, and productive 
of discord. 

In the report of the Bureau of Railway News and 
Statistics for 1926, however, Slason Thompson, head of 
the bureau, makes a heroic effort to solve the problem. 
We do not necessarily approve his solution, but we 
believe it is worth thinking about and certainly it is 
ingenious. 

“For more than a generation,” he says, “railway 
regulation in the United States has been befogged and 
confused by the attempt to base rates on a fair return 
on the value of the property used in the service of trans- 
portation—ignoring the fact that the service and not the 
means employed in it was the true basis for fair and 
reasonable rates. Groping around for a single yardstick 
with which to measure the illusive value of the railway 
property devoted to public use entitled to a living return, 
courts and commissions have alternately adopted and 
rejected various methods and formulas without estab- 
lishing any that yielded definite and satisfactory results. 
How various these methods may be was thus set forth 
by the Supreme Court in the celebrated case of Smyth 
versus Ames: 
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All of the re- 

finements of the 

standard passenger 
carrier are found. 

on the fast, comfort- 

able, smokeless trains 

of Illinois Traction 
System. This trunk line 
electric railway serves the 
principal cities of central 
Illinois Peoria, 
Springfield, Decatur, 
Bloomington, Champaign, 
Urbana, Danville -—— 
and affords passenger entrance 
to the heart of St. Louis. 


Just as Illinois 

Traction System 

excels in affording 

a personalized 

freight service 

to and from the 

Illinois territory, 

so does its passenger 
service care for 

the needs of the 

trained traveler. 

Fast, de luxe trains 

with parlor car comforts 
afford frequent and 
comfortable travel between 
St. Louis and Illinois points. 
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The “Caprrot Lrmirep” The “Ow.” 
DE LUXE PARLOR CAR TRAIN SLEEPING CAR TRAIN NIGHTLY 
8 nn 4:00 PM Lv. St. Louis... 11:45PM Lv. PErorIA__.-- ~ 11:45 PM 
OO, ee a 7:30 PM Ar. SPRINGFIELD. 3:50AM _ Lv. SPRINGFIELD. 2:20AM 
Ar. PEORIA -------------------------------- 9:50 PM Ar. PEORIA.....- 6:254M Ar. St. Louis... 6:35 AM 
ER, SII, irs sierseests-comnevenecemensiioianieianatinintiseiennrenneanteis 4:00 PM The “Inumr”’ 
Sai IIR cicero ersten snnamvinrnenanireoinntticanaiy 6:20 PM SLEEPING CAR NIGHTLY 
—S 20 age nen aR a ------ a on Lv. St. Louis... 11:45PM Lv. CHAMPAIGN. 7:35 PM 
miortable, leather uphoistere cnairs, club compartment wi - ' 
tables for writing and card playing, library, men’s smoking compart- = - ne 6:10-a0 Lv. DECATUR---. 9:25 PM 
ment, large airy observation platform. r. CHAMPAIGN- 8:15AM Ar. St. Louis... 6:35 AM 
A LA CARTE LUNCHES AT ALL HOURS, MODERATE PRICES STANDARD BERTHS, WINDOWS IN UPPERS 
Chair Space Reserved—No Surcharge on Parlor Car Tickets Moderate Sleeping Car Rates—No Surcharge 


Tangerine Flyers 


A service between St. Louis and Peoria for the traveler who appreciates speed and comfort. 
PARLOR CHAIR COMPARTMENT, FRONT OBSERVATION SECTION 


TS a” ere 7:00AM 10:00AM 1:00PM 7:00 PM ae 7:00AM 10:00AM 1:00PM 17:10PM 
Lv. SPRINGFIELD -__-~. 10:10 AM 1:10PM 4:10PM 10:20 PM Lv. SPRINGFIELD —____ 9:05 AM *12:07 PM 3:05PM 9:20PM 
ae) | | 12:15PM 3:15PM 6:15PM 12:35 AM rs § eee 12:15PM 3:20PM 6:15PM 12:50AM 


*Parlor-buffet car attached to “Tangerine Flyer’ Springfield-St. Louis. Seats reserved on this car. 


Illinois? fraction System 


Traffic Department, 
Springfield, Ill. 
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In order to ascertain that value the original cost of construc- 
tion, the amount expended in permanent improvements; the amount 
and market value of its bonds and stock; the present as compared 
with the original cost of construction; the probable earning capacity 
under particular rates prescribed by statute and the sum required to 
meet operating expenses, are all matters for consideration, and 
are to be given such weight as may be just and right in each case. 
We do not say that there may not be other matters to be regarded 
in estimating the value of the property. What the company is en- 
titled to ask is a fair return upon the value of that which it employs 
for the public convenience. On the other hand, what the public is 
entitled to demand is that no more may be exacted from it for the 
use of a public highway than the services rendered by it are reason- 
ably WORTH. 


“In that single word ‘services’ the Supreme Court 
touched but failed to use the key that would have un- 
locked the whole problem of fixing the fair value of the 
property used for the public convenience. In the medley 
of enumerated elements to be considered, the dollar unit 
has diverted attention from ‘services rendered’ as the 
true clue to the ‘WORTH?’ of the plants devoted to the 
transportation necessities of the Republic.” He continues: 


And so the perplexing question of finding an adequate and con- 
vincing formula for fixing the value of the railways for rate-making 
purposes has remained unsolved and apparently insoluble. The so- 
called LaFollette Valuation set on foot by Congressional enactment 
fourteen years ago has dragged along costing over $120,000,000 
without arriving beyond tentative valuations that approach no nearer 
finality than when first undertaken. The Commission declines to 
make public the principles upon which its tentative findings are 
based and the companies almost unanimously reject them as failing 
to take into consideration essential items of cost. 


Discussing the unsatisfactory status of valuation under the 
Transportation Act for rate-making purposes with a prominent 
member of the Interstate Commerce Commission, the writer was 
asked to suggest some practical plan by which a fair and reasonable 
valuation of the railways could be arrived at. Not having one im- 
mediately at hand he promised to take the matter under advisement, 
as courts say. Thereupon after reviewing the whole subject he 
became convinced that the value of the railways as a public utility 
was what their services were worth, and their services were worth 
what the public paid for them. The fly in this trite panacea was 
the fact that the valuation was sought as a basis for the rates which 
in turn affected what the public paid for the service. It was quickly 
recognized that as an adequate plant as a going concern had to be 
continuously employed in -rendering the services, therefore the sub- 
stitution of the term “Replacement” for original cost, reproduction, 
market value, invested capital, etc., would best represent the plant 
daily and hourly wearing out and being renewed in rendering the 
public service. But “Replacement” implied that there was some 
valuable thing the worth of which had at some time been officially 
computed and declared. 


It was then recalled that some twenty odd years ago the late 
Professor Henry C. Adams, Chief Statistician of the Interstate 
Commerce Commission (1887-1911), assisted by Professor Balthasar 
H. Meyer, once a member of the Wisconsin Railroad Commission 
and since 1911 an influential member of the Interstate Commerce 
Commission, had found the “commercial value” of railway property 
in the United States computed for the year 1904 was $11,244,852,000. 
This valuation was accepted by the Director of the Census and has 
been officially recognized ever since. It was obtained by capitalizing 
the net earnings of the railways for five years by a mean rate of 
4.256 per cent, and this rate was arrived at by an elaborate formula 
based on “the market price of their securities and other elements 
of value.” The true net earnings were found by subtracting operat- 
ing expenses, less expenditure for improvements, and charged to 
operating expenses, plus taxes paid from gross earnings from opera- 
tion. The final balance was accepted as the true profit from opera- 
tion. That balance corresponds to the “net railway operating income” 
of present official railway accounting. 


Accepting, then, $11,244,852,000 as a fair and reasonable ap- 
praisal of the value of railway property devoted to the service of 
the United States in 1904, let us attempt to arrive at their progres- 
sive value as replaced from year to year to keep step with the re- 
quirements of that service. And here we do not have to make any 
allowance for the fluctuating values as affected by rates, wages and 
other items of cost, the decline of the purchasing power of the 
dollar, depreciation and obsolescence of the plant, etc., but can de- 
pend on the traffic itself as the measure of service. In quality it is 
common knowledge that railway service has neither deteriorated 
nor depreciated during the past quarter of a century. On the con- 
trary it has consistently appreciated and improved. How it has 
expanded in quantity is proved in the following statement of the 
growth of railway service since Professors Adams and Meyer made 
their “Commercial Valuation” in 1904. 

For the purposes of this comparison a composite of the freight 
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and passenger mileage is used by adding one-third to the reported 
ton mileage, because the proportions of the two services to the whole 
are as 75 per cent to 25 per cent, respectively. In this, absolute 
statistical accuracy is sacrificed to clearness and simplicity without 
doing violence to the principle involved. Five-year periods have 
been employed as the shortest period that can safely be used in 
measuring the progress of an industry subject to such violent fluctu- 
ations as occur in railway operation. 


SUMMARY OF THE “SERVICE” MILEAGE OF THE RAILWAYS OF THE 
Unitep States, 1904 to 1924 


Period ' Service Mileage 
Samanta es eM aielouara Ale wiane ind «nleelow + SMe Nikisiee aes eee ee 232,696,000,000 
Sen SNE NR FONE 6 6.6.5, «: 0:9 a0 0:0 citidiw ere op e-elbin-e eieiee eee 287,221,000,000 
1910-1914 r “is ee ee ee ee eee 373,360,000,000 
1915-1919 vi = Srl Melba nas ctas) siete Ree *aris ite 6 nwa, Soho ele Bie eon 479,286,000,000 
1920-1924 a * e Wed aun ones Seale mek ee anaes ea wes 497,265,000,000 
I FE NB. ioie 05.6 co PEN eK 2 SES we tane ee 264,569,000,000 
ee ee ee eee en ee 113.7 


Applying this increase of 113.7 per cent in service to the “Com- 
mercial Valuation” of $11,244,852,000 in 1904, we get a total “Replace- 
ment” or Service Value of $24,030,248,724. 

This valuation can be compared with the capitalization of the 
railways of $22,396,889,853 in 1925; 

Or with their investment of $22,630,069,902 in road and equipment 
in 1925, with only 232,507 miles of line represented ; 

Or with the Commission’s hurried and incomplete valuation of 
December 31, 1919, of $18,900,000,000, plus the $3,455,650,038 added 
since for new lines, extensions and improvements, making a total of 
$22,355,650,038 to Dec. 31, 1925; 

Or with a capitalization of the net income of $1,322,692,955 of 
Class I roads in 1926 at the 4.256 per cent officially adopted in 1904 
of approximately $31,078,000,000. 

The difference between the Replacement or Service Valuation 
and the others is that while they are all empirical it is based on the 
fundamental principle that the public pays for what it gets in service, 
otherwise they are dependent on factors upon which no authorities 
can agree because the return depends on the rates and the rates 
determine the return. 

If instead of making the comparison of the service rendered in 
1904 with that for 1924 or a computation on that for the five years 
1920-1924, it had been confined to the freight and passenger mileage 
of the two years compared directly, the growth shown would have 
been 118 per cent instead of 113.7 per cent. For the Nation at large 
the comparison should be by five or ten year averages and the service 
should include an allowance for mail, express, and incidental services. 
These, however, are negligible, as they have increased in relatively 
the same proportion as the freight and passenger service. 

There is, however, a simpler, shorter and more direct method 
of arriving at the service value of American railways which does not 
depend on any empirical factor. Accepting the Commercial valuation 
of 1904 as establishing an official valuation, and depending wholly on 
ton and passenger mileage as representing the actual service rendered, 
disregarding mail, express and incidental revenues as negligible for 
the purpose of this computation, it is found that the valuation of 
$11,244,852,000 of 1904 represents a cost of 5.724 cents per service 


mile, to-wit: 
196,445,303,113 
aggregate freight ton and passenger miles 
at 5.724 cents per mile 
equals $11,244,852,000 Commercial Valuation 
Applying this formula to the service mileage of the railways 

reporting to this Bureau for the past five years, we get the following 
statement of service rendered: 


Miles Freight Ton Passenger 

Year Represented Mileage Mileage 
1922 ; 411,151,000,000 35,653,000,000 
1923 248,816 341,018,000,000 38,049,000,000 
1924 250,080 390,455,000,000 36,216,000,000 
1925 248,961 414,082,000,000 36,024,000,000 
1926 249,421 444,500,000,000 35,536,000,000 
EEL. ct naw wna sein eke 2,001,206,000,000 181,478,000,000 
Average five years...........- 400,251,000,000 36,298,000,000 
Combined service rendered..... ...eeeeeeeees 436,548,000,000 


At 5.724 cents per service mile 436,548,000,000 gives a service 
valuation of $24,988,007,520, which is well within any conservative 
estimate of the actual value of the railway plant irrevocably devoted 
to public use. 

The strongest point in favor of this formula is that it is immedi- 
ately and readily applicable to the individual companies and, based 
on five years of service, it gives a stability of value not dependent 


on fluctuating investment, improvements or depreciation. Take the 
case of the Pennsylvania System for illustration. 
PENNSYLVANIA RAILROAD 
Mileage Freight Ton Passenger 
Year Operated Mileage Mileage 
1922 10,534 40,346,569,722 4,597,645,876 
1923 10,509 48,444,210,243 4,847,822,366 
1924 10,508 41,587,072,190 4,600,403,135 
1925 10,515 44,842,971,253 4,517,916,335 
1926 10,527 48,912,108,728 4,607,278,420 
TD) Sdsdbehodwewnsss ebeacn 224,132,932,136 23,171,066,132 
Average five years...........06. 44,826,586,425 4,636,213,226 


Combined service mileage.......  ...eeeeeees 49,462,839,651 
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At 5.724 cents per service mile this yields a. service valuation 

of $2,831,251,941, which is not far from the company’s estimate of 

the property value of the premier railway system of the world. 
The showing for the New York Central System, albeit it does 

not yet afford aggregates for its great subsidiaries, is equally impres- 

sive, as follows: 

New York CENTRAL SYSTEM 


. 
Mileage Freight Ton Passenger 

Year Operated Mileage Mileage 
1922 6,899 20,312,853,451 2,990,439,497 
1923 6,889 26,321,574,650 3,193,533,249 
1924 6,920 21,095,677,532 3,122,307,544 
1925 6,930 22,463,486,692 3,168,122,188 
1926 6,929 23,634,238,824 3,279,968,062 
0 re Sere ee 113,827,831,149 15,754,370,540 
Average 5 year8.........eeeeeee 22,365,966,229 3,170,874,108 


Combined service mileage.......  seccsceeces 25,536,440,337 

At 5.724 cents per service mile this yields a service valuation 
of $1,461,705,825, which for the mileage operated may be considered 
as more adequate than any of the putative estimates put forward 
in connection with the Commission’s tentative valuation of $1,056,- 
191,882, upon which the courts will have to pass. 

In the case of a road like the Great Northern the formula applied 
for a single year (1926) yields a service valuation of $475,203,720 
against the company’s book investment of $481,014,956 and the Com- 
mission’s tentative valuation of $395,353,655. In a few instances 
where it has been applied the result falls below the tentative valuation 
for rate making purposes, but in such instances the result is due to 
the failure of the amount of the service rendered to keep pace with 
the investment necessary to its adequate performance. This is more 
or less the situation in New England, where the trolley and the bus 
have played hobb with railway traffic. 

Examples could be multiplied, each giving different results above 
and below the mean of all, but all justifying SERVICE as a funda- 
mentally sound basis for computing the true value of the railways 
upon which, under the Transportation Act of 1920, they are entitled 
to earn a return of 5.75 per cent before being subject to a penalty 
for prosperity. 

From an independent quarter—the Supreme Court of New Bruns- 
wick, Canada—comes a timely confirmation of the principle involved 
in this discussion. In the case of The King versus the Board of 
Public Utility Commissioners, the decision rendered by Justice Grim- 
mer says: 

“This question has been in controversy particularly in the courts 
of the United States, including the United States Supreme Court, 
and the decisions that are found in their reports are all based upon 
the principle established and laid down by the Privy Council of 
England in the case of the Canada Southern Railway Co. vs. Inter- 
national Bridge Company, 8 A. C., 723, the judgment of the Court 
being delivered by Earl Selborne, L. C. There the question was 
what was a reasonable rate to be charged for the use of the defend- 
ant’s bridge, and at p. 731 in his judgment Selborne, L. C., said: 


It certainly appears to their Lordships that the principle must be, when 
reasonableness comes in question, not what profit it may be reasonable for a 
company to make, but what it is reasonable to charge to the person who is 
charged. That is the only thing to be concerned with. They do not say that 
the case may not be imagined a the results to a company being so enormously 
disproportionate to the money paid out upon the undertaking as to make that 
of itself possibly some evidence that the charge is unreasonable, with reference 
to the person against whom it is charged. But that is merely imaginary. Here 
we have got a perfectly reasonable scale of charges in everything which is to 
be regarded as material to the person against whom the charge is made. One 
of their Lordships asked Counsel at the bar to point out which of these charges 
were unreasonable. It was not found possible to do so. In point of fact, every 
one of them seems to be, when examined with reference to the service rendered 
and the benefit to the person receiving that service, perfectly unexceptionable, 
according to any standard of reasonableness which can be suggested. That 
being so, it seems to their Lordships that it would be a very extraordinary thing 
indeed, unless the Legislature had expressly said so, to hold that the persons 
using the bridge could claim a right to take the whole accounts of the company, 
to dissect their capital account, and to dissect their income account, to allow 
this item and disallow that, and, after manipulating the accounts in their own 
way, to ask a court to say that the persons who have projected such an under- 
taking as this, who have encountered all the original risks of executing it, who 
are still subject to the risks which from natural and other causes every such 
undertaking is subject to, and who may possibly, as in the case alluded to by 
the learned Judge in the court below, in the case of the Tay Bridge, have the 
whole thing swept away in a moment, are to be regarded as making unreasonable 
charges, not because it is otherwise than fair for the railway company using 
the bridge to pay those charges, but because the bridge company gets a dividend 
which is alleged to amount, at the utmost, to 15 per cent. eir Lordships 
can hardly characterize that argument as anything less than preposterous. 





Following this the New Brunswick Court held “the reasonable- 
ness of the rates in every case depends upon the value of the service 
rendered.” 

In conclusion it may be said that the only tenable objection that 
can be urged against the process here advanced for finding the reason- 
able worth of the railway property devoted to the public use, is the 
adoption of the Commercial Valuation of $11,244,852,000 of 1904 as 
its initial starting point. It meets the groping requirements of the 
Smyth vs. Ames case for a valuation that shall recognize the worth 
of the service rendered by the railways. It justifies its adoption 
because none better is available or feasible. In the government 
statistics it may be compared with the following for the year 1904: 


Envestment. in road and equipment... .......cccccccccccessess $11,511,537,131 
Total railway capital outstanding...........cccccccccscccccccee 13,213,124,679 
a aD = ar A SED AE resins es Gig i WlihieSibrwiaiWiarasaews deargbeioceee 10,711,794,078 


The difference between total and net capital is explained by 
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railway ownership of railway stocks and bonds to the amount of 
$2,501,330,601. 

If this valuation of 1904 errs, it is on the side of under estima- 
tion, because it was based on the service of 1900-1904 and not 
on that of the year 1904, which exceeded the average by over 
21,000,000,000 service miles. A similar injustice was done the rail- 
ways under Federal control when the lean year 1915 was included 
in the three-year average to scale down their compensation. But 
whatever basis is chosen, whether that of 1904 or the discredited 
valuation of 1919, the principle of fixing the present worth of the 
railways by their service seems to be the only avenue of escape 
from the creeping paralysis that attends railway regulation by rates 
based on an unknown valuation, 

As this is written, the Commission has issued a revised final 
valuation of the Atchison, Topeka & Santa Fe railway as of June 30, 
1916, for rate-making purposes. It increases the previous “final” by 
$12,761,514 and may be compared with the investment to Dec. 31, 
1926, of $801,876,412; a capitalization of $634,864,271 at the same 
date and a service valuation based on the five-year average 1922-1926, 
inclusive, of $677,028,424. 

In practice the Commission might be authorized to fix different 
service rates for different districts varying from 5 to 7 cents per 
service mile. But the service mile, including, if thought advisable, 
an allowance for mail, express and milk, should be the fundamental 
base of any valuation for rate making purposes. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 24 
totaled 1,125,868 cars, according to reports filed by the railroads 
with the car service division of the American Railway Associ- 
ation. This was a decrease of 49,539 cars compared with the 
corresponding week last year but an increase of 4,843 cars 
above the corresponding week in 1925. 

The total for the week of September 24 was a decrease of 
1,745 cars compared with the preceding week when loadings 
totaled 1,127,613 cars instead of 1,124,231 cars as previously an- 
nounced, the change being due to a correction made by one of 
the railroads in its report for that week. 

Revenue freight loading the week ended September 24 and 


for the corresponding period of 1926, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 7,520 and 8,601; live 
stock, 2,711 and 3,297; coal, 40,183 and 52,037; coke, 2,325 and 3,328; 
forest products, 5,160 and 4,907; ore, 3,433 and 5,605; merchandise, 
L. C. L., 70,967 and 71,891; miscellaneous, 110,213 and 113,346; total, 
1927, 242,512; 1926, 263,012; 1925, 247,905. 

Allegheny district: Grain and grain products, 3,113 and 3,690; live 
stock, 2,598 and 2,743; coal, 43,270 and 53,508; coke, 4,545 and 5,385; 
forest products, 3,006 and 3,768; ore, 11,472 and 13,829; merchandise, 
L. C. L., 57,835 and 58,354; miscellaneous, 94,970 and 97,762; total, 
1927, 220,809; 1926, 239,039; 1925, 215,775. 

Pocahontas district: Grain and grain products, 203 and 287; live 
stock, 326 and 331; coal, 46,788 and 45,346; coke, 370 and 532; forest 
products, 1,995 and 1,787; ore, 121 and 89; merchandise, L. C. L., 
7,946 and 7,394; miscellaneous, 6,983 and 7,282; total, 1927, 64,732; 
1926, 63,048; 1925, 59,258. 

Southern district: Grain and grain products, 4,083 and 3,822; live 

stock, 2,059 and 1,938; coal, 29,086 and 27,816; coke, 593 and 886; for- 
est products, 22,131 and 21,036; ore, 1,156 and 1,378; merchandise, L. 
C. L., 43,696 and 42,869; miscellaneous, 64,736 and 64,812; total, 1927, 
167,540; 1926, 164,557; 1925, 167,642. 
_ Northwestern district: Grain and grain products, 27,063 and 14,351; 
live stock, 7,987 and 11,464; coal, 8,622 and 8,843; coke, 1,205 and 1,678; 
forest products, 16,293 and 16,879; ore, 34,332 and 48,832; merchandise, 
L. C. L., 35,393 and 34,474; miscellaneous, 46,489 and 44,269; total, 1927, 
177,384; 1926, 180,790; 1925, 175,516. 

Central Western district: Grain and grain products, 12,865 and 
13,385; live stock, 13,013 and 15,926; coal, 10,938 and 17,089; coke, 297 
and 295; forest products, 11,649 and 12,094; ore, 3,082 and 4,007; mer- 
chandise, L. C. L., 35,489 and 36,402; miscellaneous, 78,423 and 72,133; 
total, 1927, 165,706; 1926, 171,331; 1925, 170,172. 

Southwestern district: Grain and grain products, 5,310 and 5,313; 
live stock, 3,894 and 4,074; coal, 5,201 and 6,660; coke, 168 and 230; 
forest products, 8,800 and 9,423; ore, 459 and 523; merchandise, L. 
C. L., 17,731 and 18,101; miscellaneous, 45,622 and 49,306; total, 1927, 
87,185; 1926, 93,630; 1925, 84,757. 

Total, all roads: Grain and grain products, 60,157 and 49,449; live 
stock, 32,588 and 39,773; coal, 184,088 and 211,299; coke, 9,503 and 
12,234; forest products, 69,034 and 69,894; ore, 54,055 and 74,263; mer- 
chandise, L. C. L., 269,007 and 269,485; miscellaneous, 447,436 and 
448,910; total, 1927, 1,125,868; 1926, 1,175,407; 1925, 1,121,025. 


Loading of revenue freight this year compared with the 
two previous years follows: 





1927 1926 1925 

Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March..... .- 4,016,395 3,877,397 3,702,413 
Five weeks in April.. -. 4,890,749 4,791,006 4,710,903 
Four weeks in May... .cssecccese 4,096,742 4,145,820 3,869,306 
Four weeks in June............ 3,974,160 4,089,340 3,965,872 
Bive WeEeGkS Ih PU. 6. cccccccccse 4,935,397 5,213,759 4,945,091 
Four weeks in August.......... 4,249,359 4,388,118 4,321,427 
Four weeks in September....... 4,360,022 4,523,112 4,297,936 

ea ciece a ted a eetecmererael 38,871,504 39,134,140 37,892,944 


VAN SWERINGEN PLAN ARGUMENT 
The Commission will hear argument November 1 and 2 on 
the applications of the Chesapeake & Ohio for authority to ac- 
quire control of the Erie and Pere Marquette railroads by pur- 


chase of capital stock and to issue additional shares of capital 
stock. 
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Current Topics 


. . 
in Washington 
—w ee eeer?..._._._._._2_2_————, 
Politicians Choose to Continue Arguments.—It seems hard 
for men in public life who figured that they would have a com- 


paratively easy time with their constituents in 1928, because 
President Coolidge would be a candidate for a second election, 


to change their plans. Therefore, those of that classification 
seem unwilling to admit that the President, in making his 
announcement that he did not choose to run next year, used a 
word that implied that it was wholly within his power to run 
or not to run. Some of the literati also have been running the 
hoofs off their eight-legged horses in tilting on the subject. 
Some of them may be sincere. For the sincere, resort to Norse 
mythology may be helpful. Perhaps the Coolidges are Anglo- 
Normans and, therefore, it may be natural for the President 
to use a word that has given rise to such a commotion. Con- 
sider valkyr or valkyria, the choosers of the dead warriors for 
carrying to valhalla, there to feast, fight, die, and come to life 
again, in great joy until the day Odin needs them for his fight 
at Ragnarok, the last fight between good and evil. Val, or valr, 
of course, means the slain. Kyria comes from kjosa (pronounced 
chosa). The fair maidens, according to the meaning of the 
words, literally, are choosers of the slain—that is, recruiting 
sergeants for Odin, whose name, it may be remembered, is also 
spelled Wotan, Woutan, and Wuthen, with power to select those 
thought fit for that army. In preparation for its zero hour, that 
army feasts, fights, dies, and lives again, according to Knut 
Gjerset, if not according to other historians of the Norwegian 
people, death not being a thing to be dreaded. The valkria 
picked the warriors they thought fit. They had the power to 
take or not take. The word, as used in the Norse, seems more 
definitely to imply power to take or to reject than as used in 
the Nordic languages farther south.. Inasmuch as the language 
of the Angles and Saxons in Britain has a practically complete, 
thin Scandinavian overlay, first, directly from the viking lands 
and then from the Norwegian part of Gaul, President Coolidge, 
in choosing language, may be deemed to have heeded the call 
of many ancestral lines. That is especially true in view of the 
fact that the Jutes, Angles, and Saxons come from immediately 
south of the Scandanavian lands, if the Jutish territory may not 
be regarded as included in Scandinavia. Dana, the editor, were 
he alive, probably would be delighted to find a President of the 
United States heeding his call to use Anglo-Saxon words in 
preference to words coming. from the Romance languages or 
Latin, their parent, even if ‘choose,’ having the meaning he 
attached to it, is largely, if not wholly, the Norse meaning. 
Dana, in that respect, was the pioneer in the now at flood tide 
of Nordic ancestor worship, notwithstanding the world war in 
which Nordic unity was a minus quantity. However, the dis- 
cussion as to what the President means, it is believed by those 
who have no axes to grind, is not primarily to find the meaning 
attaching to the word “choose,” but to bring about a situation 
in which those who expected an easy time because of Coolidge’s 
candidacy may have political profit. Profit would come, they 
think, if he could be persuaded to indicate that he could be 
persuaded to accept the crown or if he could be persuaded to 
say something that would make it unnecessary for those who 
will be candidates next year to make a declaration of their presi- 
— preference in the time when its expression might hurt 
them. 





Art Is Long and Time Is Fleeting—The day probably will 
come when the railroads will not regard the Commission with 
suspicion. However, it is too soon after they have been brought 
under regulatory statutes to expect them to believe they can 
obtain from the Commission as much, in the way of divisions, 
as they can get by carrying division fights to an extremity, such 
as, for instance, is shown in I. and S. No. 2931, a Chicago lumber 
transit case. (See Traffic World, October 1, p. 723.) The Bur- 
lington, inasmuch as it could not obtain the divisions it thought 
it should have, filed tariffs canceling the rates involved. They 
were suspended and condemned. The Commission, as usual, said 
failure to agree on divisions was no reason for canceling rates. 
The case caused expense to shippers and carriers without giv- 
ing the latter any relief from the situation that the Burlington 
indicated was no longer to be stood. If the thing is as bad as 
indicated by its cancellation tariffs, time and expense would 
have been saved by bringing a complaint asking for just, rea- 
sonable, and equitable divisions. Many such cases arise, it is 
Suspected, because the traffic men fail to consult the commerce 
lawyers. While the traffic men are “hot under the collar,” 
after a seance with the traffic men of other roads, they file the 
cancellation tariffs without answering the question as to what 
such a move would get anybody other than waste of time, white 
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paper, and ink. But, as the poet said, art is long and time is 
fleeting. Art is the knowing how to do things exceptionally well. 





Everybody Dotes on Locomotives.—In the first week the 
Fair of the Iron Horse was open about half a million persons 
journeyed thereto, obeying the longing every child has to see 
the choo-choo cars. Almost literally, Daniel Willard was 
swamped, to some extent, perhaps, because it was a free ex- 
hibition. The demand for an opportunity to see it was so great 
that the time of its continuance has been extended to October 
15. On September 26 the operations of the eastern part of the 
Baltimore and Ohio were seriously hampered for a reason that 
would not be suspected. .On that day the company took school 
children to the fair for a private view. When the children got 
back to the terminal in Baltimore their enthusiasm over rail- 
roading was so great that they got out of control and wandered 
over the terminal. Rather than run the risk of injuring one 
of the enthusiastic but indiscreet youngsters, the responsible 
officers of the soulless corporation stopped everything until the 
boys and girls had been surrounded and taken to a place of 
safety. The company would have been within its legal rights to 
have continued the operation of trains. Had a child been hurt 
the corporation could have pleaded that it had no right to be 
on the tracks or places not reserved for passengers. But big 
corporations do not operate in that way. If they did they would 
soon cease to be big. 





Venezuela, Oil-Smeared, Rises Up.—Over against the time 
when there shall be no more well petroleum in the United 
States, stands Venezuela. American consular officers in that 
republic report that the present potential production of oil there 
is estimated at 494,550 barrels a day, two-thirds of which is 
shut in. The potential production is less than the actual pro- 
duction of the Seminole field and its appendices. However, a 
land that produces or could produce one-fourth as much as the 
United States now sends forth would go a long way toward 
keeping flivvers in the United States going for a long time, if 
the worst came to the worst. That is because, with present 
processes, about 80 per cent of the product of a well can be 
turned into motor fuel. With high compression motors a gallon 
of fuel could easily be made to do twice the amount of work 
it does in the United States at present. Americans, however, 
show little interest in the high compression engines such as 
Europeans of the garden variety use, because such engines have 
not the potential high speed of the large-bore, low compression 
engines in use in this country. Every American wants his car to 
have as great possible speed as any in its class. More speed, 
not less, appeals to him. Therefore, Venezuela, with a promise 
that it will soon pass Mexico as a producer, because Mexico has 
too many political revolutions and ‘not enough of industry’s 
wheels, is a sort of insurance policy for the citizen of the 
United States. To be sure, there are timid souls who think they 
believe that, unless much of our oil is kept in the ground, the 
day will come when the American navy will be powerless in 
time of war. The answer to that is that, if it is not strong 
enough to keep the routes to and from Venezuela open, it will 
not need much oil, and if it is strong enough to keep them 
open, oil will come here. In the late war, England’s supremacy 
on the seas seemed menaced only when the German under-sea 
boats were so many and so destructive that the British surface 
fleet could not keep the sea lanes open for her commerce Car- 
riers in sufficient numbers to keep food coming in. The Ger- 
mans, though shut off the surface of the seas, seemed to have 
no trouble in getting fuel for their motors. They ran out of 
airplane propeller materials to such an extent that they had 
to patch holes in the old propellers, but they never seemed to 
lack oil. No German plane shot down was ever found to have 
anything in its tanks other than gasoline. One of the duties 
of all allied forces was to get samples of the motor fuel the 
Germans used. The Bureau of Mines in this city never found 
that they contained anything other than gasoline. 





Ten Years of Aitchison.—Commissioner Aitchison October 
5 completed ten years of service by sitting in on the arguments 
on I. and S. No. 2821, in which the carriers proposed to cancel 
less-than-carload commodity rates and some carload commodity 
rates in Illinois Freight Association and Western Trunk Line 
territories. When he was sworn in in 1917 he plunged into the 
big reconsignment case. In the decade he has been a commis- 
sioner, greater changes, it is believed, have taken place in the 
law regulating the railroads than in all the years preceding 
them, since the enactment of the so-called Cullom act to regu- 
late commerce in 1887. Chief of the changes were those wrought 
by the passage of the transportation act of 1920. It is, however, 
to be remembered by those who undertake to appraise the 
changes in that decade that some legislation of importance was 
passed between 1917 and 1920. 





United States Motor Route No. 1 Nearly Complete.—In a 
short time United States route No. 1 will be an improved high- 
way from Fort Kent, Me., to Miami, Fla. The Appian Way 
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meant something in the history of Rome. Route No. 1 will 
mean much to Americans who are interested in knowing the 
reason for things. Nearly all roads in the older parts of the 
United States are the products of stern necessity. Not so with 
roads in those west of the Allegheny Mountains. Offhand it 
is hard to think of any road in the states of the old Northwest 
Territory that means much in their history unless it be the 
old national pike or the “boundary road” running through middle 
Ohio and forming the eastern line of the area pacified by the 
treaty of Greenville between the United States and the Indians. 
Route No. 1, however, grew out of the necessity the early sttlers 
felt for highway communication. From New Jersey to Georgia, 
the road follows the “fall line’ which was once the eastern 
edge of the continent. Rivers emptying into the Atlantic fell into 
the ocean at points on the road such as Trenton, Philadelphia, 
Baltimore, Washington, Richmond, Raleigh, Columbia, and Au- 
gusta. Those cities were located at the head of navigation on 
the streams on which they lie. The rocky edge of the continent 
has resisted the wearing of the rivers more than the alluvial 
land they created by the deposit of silt, rock, and sand they 
have carried toward the sea. To avoid going around by water 
from one settlement to the other, the early inhabitants of the 
country struck out through the forests. First, there was a 
trail fit for men walking or riding on horses. Then came the 
abominable roads over which Abigail Adams traveled from 
Philadelphia to Washington when she came here to be the 
first mistress of the White House. She got lost in the woods 
between Washington and Baltimore. Perils of land and sea in 
those days were real. The perils of the land are now real, too, 
but for a reason not provided by nature, unless nature be made 
responsible for the grant of drivers’ licenses to morons. Highty- 
four per cent of the route is paved. Fourteen per cent is 
graded, but not surfaced. Less than one per cent is unim- 
proved. The sixteen per cent, however, is on the program for 
improvement within the year, so it will be possible for a car 
to be driven from the northern boundary of the country to 
Miami along a road on which are situated New York, Princeton, 
and Philadelphia, former capitals of the republic, and the pres- 
ent capital, over which Washington traveled many times and 
which crosses or goes near nearly all the battlefields of the 
Revolutionary War, not to mention many of those of the war 
between the states. The road is 2,321 miles long, of which 
203 miles are city streets, 1,062 are hard-surfaced roads, 683 are 
gravel, sand, clay, or similar surfaces, 348 are graded and 
drained earth roads, and only 15 miles unimproved country roads. 
The other 10 miles are provided by bridges across the creeks 
and rivers. The United States Department of Agriculture sets 
1636 as the year in which first efforts were made to mark the 
road. The effort consisted of blazing the trees, building a few 
little bridges, and things of that sort, two years before the 
establishment of Harvard and two years before the first settle- 
ment at New Haven.—A. E. H. 


COMMUNICATION AND ROADS 


The Trafic World Washington Bureau 


“One cannot conceive of the disastrous results if by one 
stroke of the hand the telegraph, the telephone, and the radio 
used by the railroads should be wiped out of existence,” said 
R. H. Aishton, president of the American Railway Association, 
in an address October 4 in Washington before the eleventh 
annual convention of the telegraph and telephone section of the 
association, in emphasizing the importance of such communica- 
tion facilities to the railroads. 


Mr. Aishton said the country had within its borders only 
six per cent of the world’s population, but that “we have three- 
quarters of the world’s telephone and telegraph equipment.” 
On June 30, 1927, said he, there were 18,151,000 telephone sta- 
tions, compared with approximately 9,000,000 in 1922. The Bell 
system, said he, alone had 60,940,000 miles of wire, and tele- 
phone calls at the present time averaged approximately 72,000,- 
000 a day. These figures, according to the speaker, showed to 
what gigantic proportions and with what amazing speed the 
telephone and telegraph industry had developed in this country. 

“And the end is not yet,” said he. “There has already 
begun and is fast developing a wireless medium of communica- 
tion, which will undoubtedly take its place in the service of 
mankind. The United States now leads the world in the use 
of the radio.” 


Trains on approximately 60 per cent of the total mileage of 
this country are now being handled by means of telephone, ac- 
cording to reports submitted to the convention. Miles of road 
over which trains were being operated by means of or- 
ders transmitted by telephone totaled 143,324 on January 
1, 1927, according to the report submitted by the committee on 
communication. Compared with January 1, 1926, this was an 
increase of 3,364 miles and an increase of 23,770 miles com- 
pared with January 1, 1920. 

While the use of the telephone for the transmission of 
train orders is increasing, the report shows that the use of the 
telegraph for that purpose is decreasing almost proportionately. 
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On January 1, 1927, miles of road on which train orders were 
being transmitted by telegraph totaled 113,659 compared with 
118,628 miles on January 1, 1926, and 134,667 miles on January 
1, 1920, or a reduction compared with seven years ago of six. 
teen per cent. Prior to 1908, train orders were handled almost 
exclusively by means of telegraph but since that time there has 
been a rapid development of telephone service on the railroads 
so that not only are orders regulating train movements now 
largely handled by telephone but also general communications, 

Daily weather forecasts of the U. S. Weather Bureau are 
of great assistance not only to the railroads but also to the 
shippers, according to Dr. H. C. Frankenfield, senior meteor. 
ologist of the bureau. 


“With the daily forecasts at hand, division superintendents 
and road foremen can make provision for any form of weather 
that might tend to interfere with tracks or road beds, and train 
dispatchers are likewise kept informed as to conditions that 
might interfere with the operating of trains and maintenance 
of schedules,” said he, in an address. 


“Probably the most common application of the daily fore. 
casts to railroad operations is in connection with the shipment 
of perishable products that require protection against extremes 
of heat or cold. The quantity of ice consumed in refrigerator 
cars in the course of a year is enormous, and the systematic 
observance of the daily weather forecasts keeps the ice con. 
sumption at a minimum. Shipments can be accelerated in ad. 
vance of unfavorable weather, or can be delayed until it has 
passed. 


“IT wish to express my cordial and cheerful appreciation 
of the fact that the co-operation between the railroads and the 
Weather Bureau is not by any means unilateral. Very often 
the railroads are of great assistance to the Weather Bureau 
in the conduct of some of its operations.” 


FREIGHT COMMODITY STATISTICS 

In the quarter ended June 30, 1927, Class I railroads origi- 
nated 318,971,020 tons of freight, as compared with 323,504,157 
tons in the corresponding quarter of 1926, and carried 583,646,100 
tons, as compared with 589,357,320 tons in the corresponding 
period of 1926, according to the Commission’s quarterly state 
ment, prepared by its bureau of statistics, on freight commodity 
statistics. Below will be found a comparison, by general groups 
of commodities, of the tonnage transported during the second 
quarter of 1927, with the corresponding period in 1926: 





Number of tons originated 
(1 








Groups of Commodities (2) (3) 
Products of agriculture............- 20,015,092 19,586,463 2.19 
Animals and products............+. 6,260,508 6,076,657 3.03 
i ere 178,779,781 181,962,780 *1,75 
PROGUCES Of TOTORIS....0 6 cccccciedceses 25,891,928 27, "909, 472 *7.23 
Manufactures and miscellaneous... 78,188,982 77,922,252 «34 
re ae ee eee 9,834,729 10,046,533 “2.1 

WUD * adc Hdwoteokepeatiaanwencwae 318,971,020 323,504,157 *1.40 

Total tons carried 

Products of agriculture............. 43,338,456 3,190,493 34 
Animals and products ...... ccc. 11,446,972 11,220,811 2.02 
Products of mines... ..0:.<..00.0000s0cdhOy1GG,400 313,201,807 *.77 
PRPOGUCTS CF TOTEBUB. <0 0 ccc cccescsees 50,973,111 53,323,303 *4.41 
Manufactures and miscellaneous... .150,468,786 151,090,663 * 41 
We BK CL Ex, FRO ee co ccvcnvicccecens 16,622,336 17,330,243 *4,08 

PND. cid dawiaedasw-<aousnnestiecwene 583,646,100 589,357,320 .97 





(1) Quarter ended June 30, 1927. (2) Quarter ended June 30, 1926. 
(3) Per cent of increase 1927 over 1926. *Decrease. 


OPERATING STATISTICS 
Operating statistics compiled by the bureau of statistics of 
the Commission from reports of Class I railroads, switching and 
terminal companies not included, for July and the seven months 
ended with July, show the following: 











Loaded car-miles—1,423,258,000 for July and 1,511,475,000 for 
July, 1926; 9,994,931, for seven months ended with July and 9,956,378,- 
000 for same period of 1926. 

Empty car-miles—842,979,000 for July and 870,490,000 for July, 
1926; 5,876,356,000 for seven months ended with July and 5,660,579,000 
for same period of 1926. 

Net ton-miles—38,380,000,000 for July and 41,717,000,000 for July, 
1926; 272,372,000,000 for seven months ended with July and 268,850,- 
000, 000 for same period of 1926. 

Average number locomotives on line—30,853 for July and 31,616 
for July, 1926; 31,137 for seven months ended with July and 31,750 
for same period of 1926. 

Average number freight cars on line—2,512,200 for July and 2,517,- 
663 for July, 1926; 2,511,360 for seven months ended with July and 
2,514,320 for same period of 1926. 

Per cent unserviceable of total locomotives—16 for July and 16.1 
for July, 1926; 16.1 for seven months ended with July, and 16.9 for 
same period of 1926. 


Per cent unserviceable of total cars on line—6.2 for July and 7 
for July, 1926; 5.8 for seven months ended with July and 6.8 for same 
period of 1926 


Car-miles per car-day—29.1 for July and 30.5 for July, 1926; 29.8 
for seven months ended with July and 29.3 for same period of 1926. 

Net tons per loaded car—27 for July and 27.6 for July, 1926; 27.3 
for seven months ended with July and 27 for same period of 1926. 
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Decisions of Interstate Commerce Commission 


Re: 


WOOL REVISION REFUSED 


In dismissing No. 17384, Boston Wool Trade Association vs. 
Santa Fe et al., mimeographed (see Traffic World, October 1), 
the Commission, by division 1, declined to revise the basis of 
rates on carloads of wool, in the grease, in sacks, from points 
in Nebraska, Kansas and Missouri just west of the Missouri 
River, to Boston, which it ordered in Wool Rates Investigation, 
1923, 91 I. C. C. 235, decided July 8, 1924. The complainant in 
the instant case, said Commissioner Lewis, author of the report, 
sought a reconsideration of the basis of joint commodity rates 
therein prescribed, and the reestablishment of lower rates based 
upon or equivalent to the combinations which were formerly in 
effect. 

The Commission, in the 1923 Wool Cases, as Mr. Lewis 
called the case cited, resulted in the prescription of a maximum 
distance scale of joint commodity rates, based on a 24,000-pound 
minimum. Rates in accordance with the scale, the report said, 
became effective December 27, 1924, no protests having been 
filed against them at that time. After they became operative 
it was found that by the use of the proportional rates from 
east-bank Mississippi River crossings to Boston, in combination 
with proportional fourth class rates from points in Kansas, Ne- 
braska and Missouri west of the Missouri, through rates lower 
than the joint rates would result. That discovery showed the 
joint rates established in accordance with the Commission’s 
decision were in contravention of the aggregates of interme- 
diates part of the fourth section, because there were no pro- 
tecting applications to cover the departures on file with the 
Commission. Fourth section violations were removed by a Jones 
tariff, effective July 15, 1925, by restricting the application of 
the proportionals. At the same time joint rates from east-bank 
Missouri River points were established the same as the rates 
from west-bank points as part of the fourth section adjustment. 

Commissioner Lewis said the attack was directed against 
the reasonableness of the scale prescribed by the Commission, 
as applied to a small part of the territory from which the rates 
had been based upon a combination of comparatively low pro- 
portional rates. He said it was the view of the Commission 
that the evidence in this case was sufficient to rebut the pre- 
sumption of unreasonableness of the joint rates assailed, which 
presumption attached by reason of the fact that, between De- 
cember 27, 1924, and July 15, 1925, they exceeded the aggregate 
of intermediates. 


HARD COAL DIVISIONS 


The Commission,*by division 1, in No. 18055, Erie Railroad 
Company et al. vs. Chicago & North Western et al., mimeo- 
graphed, has settled the dispute, about divisions on hard coal, 
between the Erie and the Chicago & Erie on the one hand and 
the delivering lines in the Chicago switching district on the 
other, on the basis of a division of 20 cents per net ton to the 
delivering lines plus whatever arbitrary there may be over the 
Chicago rate, subject to the local rates of the defendants as 
maxima. The lines beyond the Erie and its subsidiary claimed 
30 cents and the arbitraries, subject to their local rates as 
maxima. The Eries claimed as their share their local rates to 
Chicago leaving only the arbitraries to the delivering line de- 
fendants on coal going beyond the Chicago district and within 
the boundary marked by the line of the Elgin, Joliet & Eastern. 

The Eries filed the complaint alleging that the divisions 
claimed by the defendants were unjust, unreasonable, inequit- 
able and unduly prejudicial. The defendants, in addition to 
their formal denial, by allegations in the nature of a cross com- 
plaint, alleged the divisions claimed by the complainants were 
unjust, unreasonable, inequitable and unduly prejudicial. The 
Commission was asked to prescribe divisions retroactive to 
November 13, 1922, when, in Chicago Coal Merchants’ Associa- 
tion vs. Director-General, 73 I. C. C. 161, it prescribed arbitra- 
ries over the Chicago rates to distant parts of the Chicago 
district. 


The Eries, the report said, originated about 90 per cent of 
the hard coal going to the affected territory. The lines other 
than the complainants agreed upon the divisions claimed by the 
defendants. The Erie, in the case of prepaid shipments, settled 
on the basis claimed by it as just and reasonable. The deliv- 
ering lines, when they got hold of the money, settled on their 
basis of 30 cents per ton plus the Commission-prescribed arbi- 
traries. The Eries claimed that on account of the intricate 
switching at Chicago they should continue to receive their lo- 
cals as divisions as they had prior to November 13, 1922, when 
the through rates were the full combinations on Chicago on 
traffic going beyond that point. 

The Commission condemned the divisions contended for 





by both sets of carriers as unjust, unreasonable, inequitable 
and unduly prejudicial. It, however, required adjustment of 
the divisions only from February 17, 1926. In the event of 
failure of the parties to establish divisions on the basis laid 
down, it said it would enter an order requiring their establish- 
ment. It said that the 20 cent division, plus the arbitraries, 
would result in the division of the through rates on substan- 
mm the same percentage as existed prior to November 13, 


CHARGES ON PEACHES 


A finding that the rate assailed on peaches from North 
Mountain, W. Va., to Toledo, O., was applicable and not unrea- 
sonable, but that it is and for the future will be unreasonable 
to provide for collection of a reconsignment charge at Pitts- 
burgh on shipments from North Mountain to Pittsburgh and 
reshipped or reconsigned thence to Toledo on combination rates 
based on Pittsburgh, has been made by the Commission, divi- 
sion 4, in No. 18865, Purse Brothers vs. Baltimore & Ohio et al., 
mimeographed. The order for the future as to reconsignment 
charges at Pittsburgh is effective on or before December 15. 

Complainant assailed the rate and reconsignment charge as 
unreasonable, prejudicial, discriminatory and also the rate as 
inapplicable. It sought reparation, the establishment of addi- 
tional routes and joint rates, and the privilege of reconsigning 
peaches at Pittsburgh at the lowest through rate from point 
of origin to final destination. The Commission said the ship- 
ment under consideration was delivered September 10, 1924, and 
that the claim for reparation under the first three sections of 
the act was barred. (Navassa Guano Co. vs. C. M. & St. P., 
39 I. C. C. 171.) The complaint was filed September 10, 1926. 
The Commission held that the rate of $1.325 charged was ap- 
plicable. The rate was made up of a combination of the second 
class rates of 66.5 cents to Pittsburgh and 66 cents beyond. 
An undercharge was found because the charges from Pittsburgh 
to Toledo were not computed on the basis of 20,000 pounds mini- 
mum. Continuing, the report, in part, said: 


Complainant contends that to assess a reconsignment charge at 
Pittsburgh on a shipment moving under a combination of class rates 
is unreasonable, since no greater service is rendered than would be 
accorded two séparate shipments and the reconsignment at Pittsburgh 
amounts to a reshipment for which no additional charge should be 
— This contention is sustained. National Hay Assn. vs. A. & R. 

Co., 91 I. C. C. Gis. 

Aihe prayer for the establishment of a joint rate over the route 
of movement is not supported by evidence tending to show that it 
is necessary or desirable in the public interest to open up this addi- 
tional route to through traffic. The record does not warrant a finding 
of undue prejudice or unjust discrimination. 


COPPER TRANSIT CASE 


The Commission, by division 1, has dismissed No. 17293, 
Federated Metals Corporation vs. Pennsylvania et al., mimeo- 
graphed, finding rates on scrap copper and copper alloys, car- 
loads, from points in Official Classification territory to Pittsburgh, 
Pa., and the rates on copper ingots from Pittsburgh to destina- 
tions in that same territory not unreasonable or otherwise un- 
lawful. It has further found that the practice of the Baltimore & 
Ohio and the Pennsylvania in permitting refining in transit of 
copper at Baltimore, Md., while refusing to provide refining-in- 
transit arrangements at Pittsburgh, has not been shown to be 
unreasonable or unduly prejudicial. 

At Baltimore the two companies allow transit on base 
copper from south and west of Pittsburgh when the refined 
product is shipped to destinations in official territory, at the 
through rate from point of origin on the inbound or outbound 
material, whichever is the higher, plus a refining-in-transit 
charge of 4.5 cents per 100 pounds. The Pittsburgh complainant 
pays a combination of rates to and from its plant, which is 
situated on the rails of the Baltimore & Ohio. 

In a large measure, judging from the report, this case con- 
sisted of a reconsideration of Duquesne Reduction Co. vs. Penn- 
sylvania, 101 I. C. C. 625. The record in that case was stipulated 
into the record in this case. The reduction company is now a 
part of the complainant in this case. The complainant asserted 
that the total charges on copper refined at its plant exceeded 
the total charges on copper refined at Baltimore by from 11 to 
49 cents per 100 pounds. But, said the Commission, the mere 
fact that the aggregate of the rates into and out of Pittsburgh 
exceeded the through rates by the sums mentioned, did not 
prove that either the inbound or the outbound rates, or. the 
sum of those rates, were unreasonable or otherwise unlawful. 
However, it said, it appeared from the testimony of the com- 
plainant’s chief witness and from the statements of counsel 
for the complainant that its grievance was in respect of the 
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transit. Complainant, it said, sought the establishment of transit 
at Pittsburgh. The issue, as defined by the Commission, was 
whether the practice of the Pennsylvania and Baltimore & Ohio, 
in atcording transit to complainant’s competitor at Baltimore 
while denying such arrangements to complainant at Pittsburgh, 
was unreasonable or unduly prejudicial. 

After discussing contentions made by complainant about 
errors alleged to have been made in the earlier case, the 
Commission said that such shipments as were described by the 
complainant as having been made to the plant at Pittsburgh did 
not, by any reasonable interpretation, fall within any of the 
definitions of the articles enumerated in the transit tariffs ap- 
plicable at Baltimore, although complainant’s witnesses and 
counsel referred to scrap copper wire in bales, as bars, cakes, 
and slabs, articles contained in the list accorded transit at 
Baltimore. 

The Commission said that although there were general 
statements in the record to the effect that “cake” copper moved 
to Baltimore for refining in transit, there was no evidence that 
“cake” copper originated in any of the states named in the 
complaint that “are west of Pittsburgh” or “south of Baltimore,” 
words used in the transit tariff, nor was there any evidence 
as to what the charges would be on such shipments if moved 
through Pittsburgh over the line of either of the carriers named 
to Baltimore, there refined in transit, and reshipped to destina- 
tions in New York harbor or points on the New Haven. 

“There is no evidence, therefore, that complainant’s com- 
petitor at Baltimore has been given an unreasonable or undue 
advantage over complainant by reason of the refining in transit 
arrangements that are in effect at that point,’ says the report. 
“The law does not permit us to make such an inference, and 
the burden of proof is upon complainant.” 


RATES ON TOMATOES 


A finding of unreasonableness and prejudice as to rates on 
tomatoes, carloads, from Fruitland, Gibson, and Humboldt, 
Tenn., to Hutchinson, Kan., to the extent that they exceed for 
the future rates prescribed in Consolidated Southwestern Cases, 
123 I. C. C. 203, has been made by the Commission, division 4, 
in a mimeographed report in No. 15831, Grovier-Starr Produce 
Company vs. Chicago, Rock Island & Pacific et al. The report 
also embraces No. 18191, Same vs. Santa Fe et al. The Com- 
mission modified its findings in 104 I. C. ©. 745, the original 
report in No. 15831, by its findings in the instant proceeding 
which follow: 


In Consolidated Southwestern Cases, 123 I. C. C. 203, we pre- 
scribe reasonable and non-prejudicial rates for application within a 
wide expanse of territory on numerous commodities, including to- 
matoes upon which the Column 35 rates shown in Appendix 13 were 
prescribed. The points of origin here involved are located within 
Group No. 1040 described in Appendix 17 of that report, while Hutch- 
inson is approximately 601.5 miles from Memphis or within Group 
209 described in Section 4 of that Appendix. We are of the opinion 
and find that the rates assailed were not unreasonable as applied 
to past shipments but that for the future they will be unreasonable 
and unduly prejudicial to the extent that they exceed the rates pre- 
scribed in the Consolidated Southwestern Cases. No order will be 
entered at this time but defendants will be expected to establish rates 
in conformity with the findings herein at the same time that they 


— rates pursuant to the order in Consolidated Southwestern 
ases, 


STOCK CATTLE COMPLAINT 


The complaint in No. 18565, Live Stock Freight Bureau vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, has been 
dismissed by the Commission, division 4, on findings that the 
rate charged on stock cattle from New Castle, Tex., to Grand 
Summit, Kan., was applicable and not unreasonable, and that 
shipments of stock cattle shipped from New Castle, Tex., to 
Grand Summit, Kan., were not misrouted. 


CHARGES ON AUTOMOBILES, ETC. 


On a finding of applicability as to charges collected on car- 
load shipments of automobiles and parts, traction engines, 
agricultural implements, wire fencing, wrought iron pipe and 
cast iron radiators from points in Illinois, Indiana, Michigan, 
Pennsylvania, Ohio, Missouri, Wisconsin, and Iowa, to Klamath 
Falls, Ore., the Commission, by division 4, in No. 17700, Baldwin 
Hardware Co. et al. vs. Director-General, as agent, mimeo- 
graphed, has dismissed the complaint. Charges were collected 
at combination rates based on Weed, Calif. Complainants con- 
tended that joint rates to Modoc Point or Ritter, Ore., were 
applicable on shipments to Klamatth Falls by virtue of an inter- 
mediate clause published in the tariff naming those rates. The 
Commission said the intermediate rule had no application in 
the instant case. 


POLE COMPLAINT DISMISSED 


An order of dismissal has been entered in No. 17593, Na- 
tional Pole Company vs. Great Northern et al., mimeographed, 
the Commission, by division 4, finding that rates charged on 
six carloads of wooden poles shipped in 1922 from points in 
Washington to California destinations were applicable. The 
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Commission said the issue presented was solely one of tariff 
interpretation. 

The shipments originated at Machias, Everett and Bucoda, 
Wash. Whether the Kelly combination rule applied to a so- 
called Seattle-Portland factor applied on the shipments was 
the question in issue. Complainant contended that the factor 
was a proportional rate and therefore subject to a deduction 
of 1.5 cents under the Kelly rule. Defendants contended that 
the factor was an arbitrary. The Commission said if the factor 
was a proportional rate, it was subject to a deduction under 
the combination rule, as contended by complainant. It said, 
however, that the factor, although described as a proportional 
rate, was nevertheless an arbitrary that was not subject to the 
combination rule. An overcharge of $3.01 on one shipment 
should be refunded, said the Commission. 


RATES ON VEGETABLE FIBERS 


In a mimeographed report by division 4 in No. 17917, Wall 
Rope Works vs. Pennsylvania, the Commission has found that 
the fifth class rate of 19.5 cents on carload shipments of im- 
ported vegetable fibers, commonly known as hemp, sisal, istle, 
manila, gopalupore, yarn, jute and jute butts, from New York 
Lighterage, Manhattan Piers, N. Y., and Greenville Piers, N. J., 
to Beverly, N. J., was, is and for the future will be unreasonable 
to the extent that it exceeded, exceeds or may exceed a rate 
of 17.5 cents, and that complainant is entitled to reparation. 
The order for the future is effective on or before November 26. 


TANNING EXTRACT RATES 


The Commission, by division 4, in No. 18525, Hermann Oak 
Leather Co. vs. Central of Georgia et al., mimeographed, has 
dismissed the complaint on a finding that rates charged on 
quebracho tanning extract, carloads, from New York and Brook- 
lyn, N. Y., to St. Louis, Mo., were not shown to have been 
unreasonable. A fifth class rate of 62 cents was assailed as 
unreasonable. The shipments moved partly by water via Nor- 
folk and Savannah. The rate charged was made 4 cents under 
the all-rail fifth class rate. On August 31, 1926, a commodity 
rate of 50.5 cents was established from New York rate points 
to St. Louis over routes of movement via Savannah and Norfolk 
based on a differenial of 2 cents under the all-rail commodity 
rate. Reparation was sought to that basis. The Commission 
said that in Beggs & Cobb vs. B. & M., 120 I. C. C. 711, it 
found fifth class rates on liquid tanning (quebracho) extract, in 
tank-car loads from Brooklyn, N. Y., to Winchester and Peabody, 
Mass., since October 4, 1923, not unreasonable. The evidence 
presented on the present record did not enable it to reach a 
different conclusion with respect to the rates on that com- 
modity from New York and Brooklyn to St. Louis. 


CHARGES ON ALFALFA MEAL 


The Commission, by division 4, has dismissed a complaint 
claiming reparation on 15 carloads of alfalfa meal shipped 
from points in Colorado to Dyersburg, Tenn., in January, Feb- 
ruary and March, 1920, in No. 17155, Dyersburg Milling Co. vs. 
Director-General of Railroads, et al., mimeographed. It said 
the claims for reparation on shipments that moved in January 
and February, 1920, were barred by the statute of limitations. 
Shipments that moved subsequent to termination of federal con- 
trol were found not to have been misrouted on the ground that 
they moved under unrouted bills of lading over the lowest rated 
route. It also found that shipments that moved via Memphis 
to Dyersburg, mixed in transit and shipped out to various des- 
tinations were non-transit material within the meaning of the 
applicable tariff. 


BROOM CORN MISROUTED 


On a finding that the Chicago, Rock Island & Pacific mis- 
routed shipments of broom corn from points in Oklahoma to 
Hamburg, Pa., the Commission, by division 4, in No. 17610, 
Windsor Broom Company vs. Central of New Jersey et al., mime- 
ographed, has found that complainant is entitled to reparation 
to the basis of charges applicable over the routes the ship- 
ments should have moved. The shipments originated at Lind- 
say, Elk City and Oklahoma City, Okla. They moved over the 
originating line, the Rock Island to Chicago or St. Louis, thence 
over various carriers beyond. No routing was specified by the 
shipper except “Pennsylvania delivery” and this only for a few 
of the total of 14 carloads, according to the report. The Com- 
mission said the shipments should have been forwarded over 
the routes via Memphis, Tenn. Defendants, according to the 
report, conceded that joint rates charged were unreasonable 
and were willing to make reparation to the basis of the aggre- 
gate of intermediates over the routes of movement. They took 
the position, said the report, however, that under the routing 
instructions, “Pennsylvania delivery,” the originating line was 
obligated to deliver the shipments directly to the Pennsylvania. 

“This contention is without merit,’ said the Commission. 
“We have heretofore uniformly found that where terminal de- 
livery only is shown in the bill of lading it is the duty of the 
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carrier to forward the shipments to the destinations named by 
the cheapest reasonable route affording the desired delivery. 
Trexler Lumber Co. vs. S. Ry. Co., 42 I. C. C. 719.” 


PEDDLER CAR RULES 


The Commission, by division 3, in I. and S. 2887, rules 
governing the handling of fresh meat and packing-house prod- 
ucts in peddler cars from Buffalo to destinations on the B. R. & 
p., mimeographed, has found not justified a rule published by 
the Buffalo, Rochester & Pittsburgh requiring that refrigerator 
cars used in peddler car service shall be furnished by the ship- 
per. The respondent said it did not now furnish cars for such 
service and that publication of the requirement would merely 
clarify its tariff. The Commission found nothing in the record 
to show why the carrier duty to furnish equipment should be 
transferred to the shipper in this class of traffic on that road. 


CUCUMBER DAMAGE CASE 


The Commission, by division 3, in No. 18275, Charles Pape 
& Co. vs. Southern et al., mimeographed, has dismissed the 
complaint on a finding that damage caused by deterioration of 
three carloads of cucumbers shipped from Blackville, S. C., to 
Potomac Yard, Va., and diverted to New York, N. Y., did not 
result from violation of the interstate commerce act. The allega- 
tion was that stoppage of the shipments at Cameron Yard, Va., 
resulted in delay in arrival of the shipments and deterioration 
of the commodity. Defendants moved to dismiss the complaint 
on the ground that the subject matter was one over which the 
Commission had no jurisdiction. The Commission said com- 
plainant’s testimony failed to sustain the allegations in the com- 
plaint, and that the evidence of record was insufficient to warrant 
a finding that the interstate commerce act had been violated. 


SAND TO CHICAGO HEIGHTS 


On a finding that the rate on sand from Willow Creek and 
Crisman, Ind., to Chicago Heights, Ill., was not and is not unrea- 
sonable, the Commission, by division 3, has dismissed the com- 
plaint in No. 18710, Manufacturers’ Association of Chicago 
Heights vs. Chicago Heights Terminal Transfer et al., mimeo- 
graphed. Charges were collected at a combination rate of 75 
cents, composed of 50 cents for the line haul over the Michigan 
Central to Chicago Heights, plus a 25-cent switching charge of 
the Chicago Heights Terminal Transfer. Complainant con- 
tended the rate charged had been and was unreasonable to 
the extent that it exceeded or might exceed 50 cents. The 
Commission said the rate assailed compared favorably with 
rates prescribed in Penn. Sand & Gravel Prod. Assn. vs. B. & O., 
104 I. C. C. 717, and Chicago Gravel Co. vs. A. T. & S. F., 118 
I, C. C. 633. 





COTTON FABRIC RATES 


The Commission, by division 4, has dismissed No. 18948, 
Southern Traffic & Audit Association vs. International-Great 
Northern et al., mimeographed, after interpreting the applicable 
tariff and directing refund of overcharges. It found that the 
rates charged on less-than-carload shipments of cotton fabrics, 
from mill points in North Carolina to Galveston, Tex., made in 
1922, were inapplicable. The question was as to which of 
alternative rates, set forth in different sections of the tariff, 
were applicable. Rates of $2.17 and $1.97 were imposed on 
some shipments and $2.25 and $2.025 on others. The Commis- 
sion said there was no tariff authority for the first mentioned 
group of rates. The second group were any-quantity rates pro- 
vided in section 2 of the tariff, applicable prior to and after 
July 1, 1922. Complainant sought rates of $1.97 and $1.775, plus 
separate loading and unloading charges of 2.5 cents. 

The rates sought were those found in section 3 of the tariff. 
They were applicable, under the terms of the tariff “on carloads, 
unless otherwise specified.” Neither the words “any quantity” 
nor a minimum weight were prescribed, in connection with those 
rates. Resort, therefore, was had to classification rules; also 
the alternating provisions of the tariff. Both carriers and ship- 
per agreed the rates in section 3 were applicable when they 
made lower charges than those in section 2, because the mini- 
mum charge for a carload, provided by rule 13 of the classifi- 
cation, was exceeded on some of the shipments. The carriers, 
however, asked for a ruling before adjusting the matter. The 
Commission held that the rates of section 3, subject to a mini- 
mum charge of $15 per car, plus the separate loading and un- 
loading charge of 2.5 cents per 100 pounds, were applicable when 
they resulted in lower charges than those provided in section 
2. Under that finding the section 2 charges were applicable on 
seven shipments weighing 715 pounds or less; the minimum 
per car charge and loading and unloading charge were ap- 
plicable on two shipments weighing 735 and 814 pounds; and 
the rates in section 3, plus the loading and unloading charge, 
were applicable on others. 


WROUGHT IRON PIPE ORDER CHANGED 


The Commission, by division 3, in No. 15025, Humble Oil & 
Refining Co. vs. Missouri Pacific et al., and related cases, has 
modified the: order entered January 20, 1925, so as to except 








THE TRAFFIC WORLD 783 


from its terms, the rate on wrought iron and steel pipe, from 
Texas common-point territory to destinations in the Little Rock- 
Fort Smith group that now apply to Stillwell, Baron, Westville, 
Ballard and Watts, Okla., and Siloam Springs, Ark. The original 
order directed the establishment of a rate of 51 cents to points 
in the Little Rock-Fort Smith group. The modification makes 
that rate apply to points in that group except the towns men- 
tioned. 

This change has been made at the request of the Kansas 
City Southern. That carrier said that unless the destinations 
mentioned were removed it would be guilty of technical fourth 
section violations, because its line passed through higher rated 
points in the Kansas City group en route to points in the Little 
Rock-Fort Smith group. It desires to have the towns men- 
tioned kept on the Kansas City group basis, although the rates 
are “paper rates” in the sense that, as it asserts, no shipment 
of wrought iron or steel pipe has ever been sent to any of them. 

The modification, which becomes effective November 25, is 
authorized “in so far as it is not inconsistent with that in the 
Consolidated Southwestern Cases, 123 I. C. C. 203.” The origi- 
nal report in the case is carried in 95 I. C. C. 709. (See Traffic 
World, February 7, 1925, p. 341.) 


HOCH-SMITH LIVESTOCK 


In No. 17000, Southern Livestock Rates, part 9, and cases 
grouped therewith, the Commission has modified provisions of 
Appendix A to its notice of May 16, 1927, with respect to infor- 
mation to be furnished by the carriers. A conference on pro- 
posed modification of the provisions was held September 20, 
after which Examiner Stiles indicated that a circular would be 
issued as to changes. The text of Appendix A was published 
in The Traffic World of May 28, p. 1399. The notice just issued 
by the Commission follows: 


Upon further consideration, following the conference held on Sep- 
tember 20, 1927, in the above entitled proceedings, it has been decided 
to modify paragraph (n) to read as shown below, and to eliminate 
porperaph (o) of Appendix A to the Commission’s notice of May 16, 


(n) The following information is to be furnished by carriers for 
7 most recent year for which it is available or can be made avail- 
able: 

(n-1) Net ton-miles, carload traffic, all commodities, per mile of 
line and per mile of track (exclusively of yard tracks and sidings), 
for entire system, showing separately the portions thereof for each 
component carrier, and in the same manner show the following: 

(n-2) Net ton-miles, carload traffic, (1) edible live stock, and (2) 
horses and mules (separately if possible), per mile of line and per 
mile of track (exclusive of yard tracks and sidings), for such carriers 
as compile ton-mile statistics by commodities. 

(n-3) Average length of haul of (1) edible live stock, and (2) 
horses and mules (separately if possible), for such carriers as compile 
statistics of average length of haul by commodities. 


HOCH-SMITH CHALLENGE CASE 


The Trafic World Washington Bureau 


The Great Northern, the Northern Pacific, the Chicago, Mil- 
waukee & St. Paul, the Spokane, Portland & Seattle, and the 
Oregon-Washington Railroad & Navigation Company have ap- 
plied for modification of the Commission’s order of July 20, 1927, 
in No. 19130, California Growers’ and Shippers’ Protective League 
vs. Southern Pacific et al., if that order is construed as re- 
quiring reductions on deciduous fruits from points in California 
to points in groups A to M, inclusive, when the movement is via 
north Pacific coast gateways. If the order is construed as re- 
quiring reductions on shipments via the north Pacific coast 
gateways, the petitioners ask that such requirement be elimi- 
nated. 

The petitioners, referring to themselves as the “Northern 
Lines,” said they were parties to all-rail rates on deciduous 
fruits, carloads, from points in northern California (San Fran- 
cisco, Stockton and north) to groups A to M, applying through 
the north Pacific coast gateways of Portland and Seattle. They 
said the rates via these gateways were higher than the rates 
between the same points when the movement was via the direct 
lines from California, for example, the Southern Pacific. 

“Shipments from California to groups A to M, inclusive, ex- 
cept J, yia the Northern Lines through the north Pacfic coast 
gateways pass through territories served by the Northern Lines 
where deciduous fruits are produced and shipped, for example, 
Wenatchee and Yakima, Wash., so that under the long-and- 
short-haul clause of the fourth section of the interstate Com- 
merce act the Northern Lines are not permitted to carry lower 
rates on deciduous fruits from California to groups A to M 
via the north Pacific coast gateways than they carry to the 
same destinations from their own producing territories in the 
states of Washington and Oregon,” said the petitioners. 

The Northern Lines said they believed the record in the 
proceeding did not show the rates from California via the north 
Pacific coast gateways nor was there any evidence in the record 
with respect to them, but that the wording of the Commission’s 
order might be construed as requiring the rates on deciduous 
fruits from California through the north Pacific coast gateways, 
as well as the rates via the direct routes, to be reduced to $1.50 
to group J points and to $1.60 to group A to M except J. 

“If the order is so construed a compliance therewith by 
the Northern Lines will result in lower rates on deciduous fruits 
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from northern California than on the same commodities to the 
same destinations from the intermediate fruit territory served 
by the Northern Lines in the states of Washington and Oregon, 
and will result in a violation of the long-and-short-haul clause 
of the fourth section unless they simultaneously reduce their 
rates on deciduous fruits from Washington and Oregon to the 
level of those prescribed by the Commission from California,” 
said the petitioners. ° 

If the Commission intended by its order to require a reduc- 
tion via the north Pacific coast gateways, said the petitioners, 
they believed that the Commission was not aware of the fact 
that it would operate to reduce the rates from Washington and 
Oregon “which are not in issue in this proceeding.” 

“If any changes are to be made in the deciduous fruit rates 
from Washington and Oregon, which are the important rates 
to the Northern Lines, they should be made only after hearing 
and after the rates have been considered on their merits,” said 
the petitioners. 

If the application for modification so as to eliminate reduc- 
tions via the north Pacific coast gateways should be denied, the 
petitioners asked that the order be stayed so far as it affected 
the rates applicable via the north Pacific coast gateways and 
that the proceedings be reopened for further hearing with re- 
spect to such rates, or that the Commission grant applicants 
any other or further relief that it deemed equitable. 


SUSPENDED TARIFFS 


In I. and S. No. 2984, the Commission has suspended from 
October 1 until May 1,schedules as published in Glenn’s I. C. C. 
No. A-606, and in individual line issues. The suspended sched- 
ules propose to increase the rates on stone, crushed or ground, 
from Calera, Ala., to New Orleans and Baton Rouge, La.; also 
the rates on stone and slag from Birmingham, Ala., and group 
to New Orleans and Baton Rouge, La., via the Louisville & 
Nashville R. R. and its connections. The following is illus- 
trative, rates in cents per ton of 2,000 pounds: 


To New Orleans, La., from Calera, Ala., stone, present 169, pro- 
posed 185; Birmingham, Ala., slag, present 169, proposed 175. 


In I. and S. No. 2985, the Commission has suspended from 
October 1 until May 1 schedules as published in supplement No. 
29 to Chicago & North Western I. C. C. No. 9500, Boyd’s I. C. C. 
No. A-1817, and various other tariffs. The suspended schedules 
propose changes in rates on paper boards, carloads, between 
points in Western Trunk Line territory, resulting generally in 


increases. The following statement is illustrative, rates in cents 
per 100 pounds. 
From From 
Cornell, Wis. St. Paul, Minn. 
To Pres. Prop. Pres. Prop. 
NN OE oriseic- di gy 0-0 # Wiel aia Senet ai *20% *21 2014 21% 
MEN, ad's ocaitale sue eee eens 21 24% 21 24% 
Se SRR ery en eee 20% 21 20% 21 
i: Si csnedea pwacdwwemcceles 201% 21 20% 21 


*On wood pulp board and box (paper) 1 cent less. 


In I. and S. No. 2986, the Commission has suspended from 
October 3 until May 3 schedules as published in supplements 
Nos. 6 and 7 to Gomph’s I. C. C. No. 835. The suspended sched- 
ules propose to reduce the rates on plaster, carloads, from 
Gerlach, Nev., to destinations in southern California. The fol- 
lowing is illustrative, rates in cents per 100 pounds: 


From Gerlach, Nev., to Wilmington, Pasadena, San Bernardino 
and Los Angeles, Calif., present 25, proposed *20. 





*Published to expire April 2, 1928, after which time present rates 
would again apply. 

In I. and S. No. 2987 the Commission has suspended from 
October 5 until May 5 schedules as published in Supplement 
No. 26 to Mobile & Ohio tariff I. C. C. No. B-690 and in Columbus 
& Greenville tariff I. C. C. No. 26. The suspended schedules pro- 
pose to increase the switching charges at practically all points 
on the Mobile & Ohio and the Columbus & Greenville from 
charges ranging from $1.35 to $3.60 per car to a uniform charge 
of $6.30 per car on line haul traffic, when all or any of the charge 
is absorbed by connecting lines. The following is illustrative: 


Traffic arriving at or leaving Montgomery, Ala., via the M. & O. 
R. R.—Present switching rates per car, $2.25; proposed switching rates 
per car, $6.30. 

In I. and S. No. 2988 the Commission has suspended from 
October 5 until May 5 schedules as published in Supplement 
No. 9 to Agent E. B. Boyd’s tariff I. C. C. No. A-1733. The sus- 
pended schedules propose to establish a reduced rate of 10% 
cents per 100 pounds, minimum carload weight 80,000 pounds, 
on cement, from Linwood, Ia., to Chicago, IIl., and points inter- 
mediate thereto via the lines of the C. M. & St. P. and C. R. I. 
& P. The proposed rates are published to alternate with the 
present rates, based on a minimum weight of 50,000 pounds. 
The following is illustrative: 


From Linwood, Ia., to Chicago, Ill., present, minimum 50,000 
pounds, 12; proposed, minimum 80,000 pounds, 10%. Elgin, Ill, pres- 
ent, minimum 50,000 pounds, 11%; proposed, minimum 80,000 pounds, 
10%. Joliet, Ill., present, minimum 50,000 pounds, 1114; proposed, min- 
imum 80,000 pounds, 10%. 
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In I. and S. No. 2989, the Commission has suspended from 
October 6 until May 6 schedules as published in the following 
tariffs: Supplement No. 13 to Great Northern Railway Com. 
pany’s I. C. C. No. A-6123; Supplement No. 7 to Minneapolis, 
St. Paul & Sault Ste. Marie Ry. Co., I. C. C. No. 6098; Supple. 
ments Nos. 4 and 5 to Northern Pacific Ry.’s I. C. C. No. 8292, 
The suspended schedules propose to revise the rule for con- 
structing combination rates on brick, and related articles, be- 
tween points in Iowa, Minnesota and North Dakota, so that no 
deductions will be made unless at least two consecutive com- 
modity factors used to make the combination rate are subject 
to the rule as published in Agent B. T. Jones’ I. C. C. U.S. 1. 


PETITIONS FOR REHEARING, ETC. 


The defendant in No. 18110, Plymouth Quarries, Inc., vs, 
New Haven, has filed petition with the Commission to grant a 
reargument therein, to reopen the proceeding and consolidate 
it with I. and S. No. 2907, granite, stone and marble, carloads, 
in New England territory, now pending. 

The Santa Fe, Chicago & Alton, Rock Island and Elgin, 
Joliet & Eastern have filed a petition in No. 17817, Chicago 
Gravel Co. et al. vs. Santa Fe et al., and I. and S. No. 2649, 
crushed stone, sand and gravel within the Chicago switching 
district, for modification of the orders of the Commission in 
the above entitled cases. 

The complainant in No. 15886, the Barrett Co. vs. Santa Fe 
et al., has asked the Commission to reopen that cause, but only 
as to the rates on tar and pitches. 

The Baltimore & Ohio and Western Maryland have filed 
petition in No. 11756, Bangor & Aroostook et al. vs. Aberdeen 
& Rockfish et al., for a modification of the Commission’s order 
of June 14, 1927. 

The O. I. Gregory Vinegar Co., Paris, Tex., Ozark Cider & 
Vinegar Co., Rogers, Ark., American Vinegar Mfg. Co., Okla- 
homa City, Okla., Springdale Vinegar Co., Springdale, Ark., Kim- 
mons, Walker & Co., Springdale, Ark., and Dunn Locke Manu- 
facturing Co., Fort Worth, Tex., have filed petition in No. 13535, 
Corporation Commission of Oklahoma vs. Aberdeen & Rockfish 
et al., and associated cases, seeking rehearing, reargument and 
reconsideration involving rates prescribed on cider and vinegar. 

The Lehigh Valley, New York Central and West Shore have 
filed petition in No. 15006, rates, charges, regulations, and prac- 
tices governing the transportation of anthracite coal, for leave 
to publish rates of $2.65 per gross ton on prepared sizes and 
$2.89 per gross ton on pea and smaller sizes of anthracite coal 
from mines on the Lehigh Valley Railroad located in the 
Wyoming, Lehigh and Schuylkill districts of Pennsylvania to 
destinations on the main line of the New York Central and 
West Shore railroads from and including the so-called Albany 
Capital District to and including Syracuse, N. Y., and points 
intermediate thereto. 

The defendants in No. 16074, Crescent Bed Co. vs. Alabama 
& Vicksburg et al., have filed a petition therein for reopening 
and consolidation with No. 18323, investigation of rates on fur- 
niture. 

The Corporation Commission of the State of Oklahoma, 
complainant in No. 15995, Corporation Commission of the State 
of Oklahoma et al. vs. Santa Fe et al., has filed a petition asking 
reopening of this case. 


The defendants in No. 17432, Marion M. Carnes vs. Santa 
Fe, Kansas City, Clinton & Springfield, and St. Louis-San Fran- 
cisco, have filed petition therein for a further hearing in this 
case, not only with respect to the measure of the complainant’s 
damage, if any, but also with respect to the merits of the case 
as a whole. 


The complainants in No. 16678, Chamber of Commerce of 
Beaver Dam, Wis., et al. vs. Milwaukee et al., have filed a peti- 
tion therein for rehearing and reargument. 


The defendants in No. 18110, Plymouth Quarries, Inc., vs. 
New Haven, have filed petition therein for reopening of this 
proceeding and reargument therein. 

The complainants in No. 15423, Allied Coal Co. et al. vs. 
Baltimore & Ohio et al., have filed a petition therein for recon 
sideration of the decision of the Commission in 126 I. C. C. 309, 
so far as that decision affects the Fairmont district. 


SOUTHERN ABANDONMENT CASE 


The Southern Railway, in finance No. 4360, has petitioned 
the Commission for reconsideration of the decision in which the 
Southern was denied authority to abandon the line extending 
between Morristown and Corryton, Tenn. The carrier sub- 
mitted facts as to operating results that it believed showed that 
it should not be required to continue operation of the line. 

If the Commission, on reconsideration, the carrier said, 
should still be of the opinion that petitioner should continue 
for a period of two years from September 9, 1927, to furnish 
freight transportation facilities to the territory traversed by the 
line of railroad sought to be abandoned, the petitioner asked 
that it be allowed to “choose” the means of transportation and 
to substitute truck service for the service now furnished if 
it be found that such service would result in a material reduction 
in the loss incurred in the operation of the line. 
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UP-STATE NEW YORK COAL RATES 


Examiner W. J. Harris, in No. 18111, Corning Glass Works 
et al. vs. New York Central et al., has recommended that the 
Commission find unreasonable the rates on coal from mines in 
Pennsylvania and West Virginia, on the Pennsylvania Railroad, 
to Corning and other specified points in New York, prescribe 
new ones and award reparation. The complaint, in which many 
industrial users of soft coal intervened, alleged the rates, from 
mines in Pennsylvania and West Virginia to Elmira, Corning, 
and Ithaca, which necessarily involved related points, were in 
violation of the first and third sections of the interstate com- 
merce case. 

Both origin and destination territory rates are grouped. 
The groups, Harris said, had remained substantially as they 
were at the time of the hearing, for many years. The com- 
plaints’ evidence, he said, was confined, for the most part, to 
points east of the Genesee River. He said the complaint was 
not against the origin differentials. The Clearfield group in 
Pennsylvania, he said, was considered the base origin group 
in the adjustment east of the Genesee. The originating carriers, 
Pennsylvania, Buffalo, Rochester & Pittsburgh, Pittsburgh, 
Shawmut & Northern and Pittsburgh & Shawmut, he said, were 
important originating carriers serving the Clearfield region and 
most of them, he added, participated, as an originating carrier 
in more than one route to each of the complaining cities, Elmira, 
Corning and Ithaca. 

A rate of $2.59, via the Pennsylvania to Elmira, the short 
route, was treated as a sort of key rate. Harris said the posi- 
tion of the complainants was that although the rate adjustment 
under attack had been in effect a long time, it was too high, 
even prior to 1910, and that the increases since then had ac- 
centuated the unreasonableness thereof. He said they also took 
the position that as the price of coal now was about the same 
as it was before the war, the rates should be reduced. Harris 
said they would be satisfied with the Holmes & Hallowell scale, 
69 I. C. GC. 11, reduced 10 per cent, for distances up to 240 miles. 
They said that that scale was too high for use in Trunk Line 
territory, hence the suggested 10 per cent reduction. For dis- 
tances greater than 240 miles they suggested an even greater 
reduction, claiming that the scale for distances greater than 
that reflected the light traffic density west of Minneapolis. 

Using that basis in connection with short-line distances 
from mines on the Pittsburgh, Shawmut & Northern, Harris 
said the complainants’ suggested rates to Corning, Elmira and 
Ithaca would be $2.09, $2.18, and $2.55, respectively. Because 
of tle group adjustments defendants objected to the use of 
short-line distances for rate-making purposes. They objetced 
to the use of the Holmes & Hallowell scale, because, among 
other things, coal moving under that scale included coal from 
the head of the lakes which did not have to bear the cost of 
assembling in the mining regions. 

Harris, in summing up his discussion of the case, said the 
rates had not been shown to have been in violation of the fourth 
secton or unduly prejudicial. He said the rates should be found 
not unreasonable or otherwise unlawful except as indicated in 
the following recommendations: 


The Commission should find that the rates from mines on the 
Pennsylvania to Corning and Horseheads were, are, and for the 
future will be unreasonable to the extent that they exceeded, exceed, 
or may exceed $2.59 (now $2.84); $2.69; $2.84; and $2.99 from the 
— Greensburg, Westmoreland and Pittsburgh regions, respec- 
tively. 

The Commission should further find that the rates from mines 
on the Pennsylvania to Canisteo and Hornell, were, are, and for the 
future will be unreasonable to the extent that they exceeded, exceed 
or may exceed $2.84, $2.94, $3.09 and $3.24 from the Clearfield, Greens- 
burg, Westmoreland ard Pittsburgh regions, respectively. 


K. D. TANK RATE CASE 
Examiner John Davey, in No. 19313, Simms Oil Co. vs. 
Houston & Texas Central et al., said the Commission should 
find unreasonable a rate of 76 cents imposed on two carloads of 
iron tanks, K. D., shipped from Wortham, Tex., to Smackover, 
Ark., in 1925, to the extent it exceeded 59 cents and award 
reparation to that basis. 





REPARATION ON SALT 


Reparation of half a cent per 100 pounds on salt has been 
recommended by Examiner Albert A. Mattson, on the basis of a 
subsequently established rate, in No. 19468, Acme Hay & Mill 
Feed Co. et al. vs. Santa Fe et al. The salt moved on a rate 
of 23 cents from Kanopolis, Hutchinson, Little River, Lyons and 
Anthony, Ark., to Sioux City, Ia., after May 23, 1925. That rate 
of 23 cents was established May 23, 1925, following Salt Cases 
of 1923, 92 I. C. C. 388. In Salt Between Western and South- 
western Points, 120 I. C. C. 91, that rate, the examiner said, was 


TRAFFIC WORLD 


Proposed Reports in I. C. C. Cases 


found unreasonable to the extent it exceeded 22.5 cents on and 
after May 23, 1925. The last mentioned rate was established 
July 10, 1927. The carriers contended the rate of 23 cents was 
less than reasonable; that the cases cited were general inves- 
tigations under which no reparation should be awarded. How- 
ever, the examiner said, the Commission should find it unreason- 
able to the extent it exceeded 22.5 cents and award reparation. 





WINDOW GLASS RATE 

Examiner C. J. Peterson, in No. 19013, Willingham-Tift Lum- 
ber Co. et al. vs. Alabama & Vicksburg et al., has recommended 
that the Commission find unreasonable, and award reparation, a 
rate of 79.5 cents on window glass, in carloads, from Shreve- 
port, La., to Atlanta, Ga., to the extent it exceeded, exceeds, or 
may exceed 71 cents on a minimum of 40,000 pounds. The 
defendants, Peterson said, contended the rates on window glass 
should be on the class basis. They pointed out that fifth class, 
the rating on window glass, prescribed in Consolidated South- 
western Cases, 123 I. C. C. 203, for the distance from Shreveport 
to Atlanta, would be 77 cents. Peterson, however, pointed out 
that in that case the Commission also prescribed 38 per cent 
of first class on glass bottles, jars, etc., which, he said, were 
lighter loading commodities than window glass. Considering 
the heavy loading and low value of window glass, he said that 
a rate of 71 cents would have been and would be reasonable on 
that commodity from Shreveport to Atlanta. 


BERRY, GRAPE AND PEAR RATES 


Attorney-Examiner Alfred G. Hagerty has recommended the 
dismissal of No. 18936, Culbertson Brothers Co. vs. Chicago Great 
Western et al., on a finding that the commodity rates on straw- 
berries, grapes and pears, carloads, from producing points in 
Missouri to Duluth, Minn., exceeding the class rates, have not 
been shown to have been unreasonable. The report covers two 
sub-numbers, Gage Baldwin Co. vs. Chicago, Milwaukee & St. 
Paul et al., and Culbertson Brothers Co. vs. Chicago, Rock Island 
& Pacific et al. The cause of the complaint was the fact that 
the commodity rates were higher than the class rates. Hagerty 
said the testimony reached only to point of showing that, con- 
trary to the generally established commodity rate adjustments 
from producing points other than Missouri to Duluth, the Mis- 
souri-Duluth commodity rates exceeded the contemporaneous 
class rates. That statemet, by itself, Hagerty said, at once 
suggested an unusual situation which ordinarily might justify 
the presumption that either the commodity rates or the class 
rates were unreasonable. But, despite that showing, he sadi, 
and other seeming inequalities shown in a table contained in 
the report, which doubtless, he said, would be the subject of 
consideration in other pending proceedings, the rates charged 
had not been shown to have been unreasonable in and of 
themselves. 

The other pending proceedings to which Hagerty referred 
were No. 18529, Ed. Harper et al. vs. Ann Arbor et al., and No. 
17000, in which the whole rate structure in Western Trunk 
Line territory was under inquiry. The Harper complaint, he 
said, was broad in its scope, bringing into question specific com- 
modity rates on strawberries and grapes from all Missouri and 
Arkansas producing points to many markets in the east and 
north, including Duluth. 

In view of those proceedings, he said, it was inadvisable, 
upon this record, now to prescribe future relief, especially be- 
cause such relief would be either granted or denied in the 
pending proceedings. He devoted himself exclusively to the 
particular shipments described and to the claim for reparation, 
with the result as hereinbefore set forth. 


TENTATIVE VALUATION REPORTS 


Chicago, Milwaukee & St. Paul Railway Co., as of June 30, 1918, 
total owned property, $558,914,672; total used property, $558,801,596. 
On date of valuation the company had outstanding $613,990,054.66, par 
value, in stocks and long-term debt, of which $117,406,000 represented 
common stock, $115,845,800 preferred stock, and $380,738,254.66 funded 
debt unmatured. Investment in road and equipment, including land, 
on valuation date, was stated in the company’s books as $605,009,299.09, 
which, with readjustments required by the Commission, would be 
reduced to $597,647,177.06. Cost of reproduction new of tota! owned 
corey, other than land, material and exo was found to be 
$563,349.185, and of total’ used property, $563,305,024, Cost of re- 
production less depreciation of total owned property was found to 
be $451,516,276 and of total used property, $451,324,217. Present value 
(of valuation date) of carrier lands was found as follows: Total owned, 
$74,963,625; total used, $75,049,671. 


FINAL VALUATION REPORTS 


Valuation No. 84, Peoria Railway Terminal Co., opinion No. 
B-582, 180 I. C. C. 475-95, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes, found 
to be $1,156,000, and of property used but not owned, $4,065, as of 
June 30, 1916. 
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Valuation No. 498, Cambria and Indiana Railroad Co., opinion No. 
B-580, 130 I. C. C. 412-45, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes, found to 
be $3,965,000, as of June 30, 1918. ’ 
Valuation No. 630, Illinois Terminal Railroad Co., opinion No. 
B-576, 130 I. C. C. 326-51, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes, found 
to be $1,204,030, and of property used but not.owned, $55,500, as of 
June 30, 1919. 

Valuation No. 862, Lake Superior Terminal and Transfer Railway 
Company of the State of Wisconsin, opinion No. B-577, 130 I. Cs C. 
353-77, final value, for rate-making purposes, of the property owned 
and used for common carrier purposes, found to be $723,000 and of 
property used but not owned, $3,620, as of June 30, 1917. ; 

Valuation Docket No. 307, Rutland Railroad Co. et al., opinion 
No. B-572, 130 I. C. C. 205-76, final value for rate-making purposes 
of the property owned and used for common carrier purposes, found 
to be $21,025,00; used but not owned, $328,080, and of property owned 
but not used, $3,514, as of June 30, 1917. The report also covers the 
valuation of the Addison Railroad Co. 

Valuation Docket No. 808, Colorado & Wyoming Railway Co., 
opinion No. B-581, 130 I. C. C. 446-74, final value for rate-making pur- 
poses of the property owned and used for common carrier purposes, 
found to be $3,316,423; property owned but not used, $193,100, and of 
property used but not owned, $10,400, as of June 30, 1918. 

Valuation Docket No. 950, Aransas Harbor Terminal Railway, 
opinion No. B-574, 130 I. C. C. 291-307, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $232,900, of property used but not owned $3,528, and 
of property owned but not used $6,957, as of June 30, 1919. 

Valuation Docket No. 734, Union Terminal Co. (Dallas, Tex.), 
opinion No, B-579, 130 I. C. C. 393-411, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $4,402,300, and of property used but not owned, 
$515,450, as of June 30, 1917. ; 

Valuation Docket No. 100, Pacific & Idaho Northern Railway, 
opinion No. B-570, 130, I. C. C. 169-87, final value for rate-making pur- 
poses, of the property owned and used for common-carrier purposes, 
found to be $2,167,562, as of June 30, 1916. } 

Valuation No. 60, Central of Georgia Railway Co. et al., opinion 
No. B-569, 130 I. C. C. 43-168, final value for rate-making purposes of 
the property owned and used for common carrier purposes found to 
be $63,458,485; owned but not used, $878,184, and used but not owned, 
$15,743,087, as of June 30, 1915. Cost of reproduction new and less 
depreciation of property owned and used for common Carrier pur- 
poses, exclusive of lands, found to be $61,321,336, and $47,466,147, re- 
spectively. Present value of lands owned and used for common-car- 
rier purposes found to be $11,442,178.50. : d 

Valuation No. 966, Bennettsville & Cheraw Railroad Co., W. R. 
Bonsal, lessee, opinion No. B-578, 130 I. C. C. 378-93, final value for 
rate-making purposes of the property owned and used for common 
carrier purposes found to be $6,570, and of the property used but not 
owned, leased from and owned by the Bennettsville & Cheraw Rail- 
road Co., $345,000, as of June 30, 1918. 


K. C. S. VALUATION CASE 


The government has asked the Supreme Court of the United 
States to advance the case in which the Commission’s valua- 
tion of the Kansas City Southern is under attack. The lower 
federal court held in favor of the carrier. Dismissal of the bill 
is sought by the government on the ground that the highest 
court dismissed a similar suit brought by the Los Angeles & 
Salt Lake on the holding that the announcement of a final value 
of the property of the carrier as of a valuation date in the past 
did not injure the carrier and that the carrier could protest 
such valuation if and when the use of it was attempted. 


BALTIMORE & OHIO VALUATION 


The Baltimore & Ohio has filed its protest against the ten- 
tative valuation of its properties in valuatfon docket No. 1068. 
The carrier said the sum of $579,679,283, fixed as the final value 
of the total used property, as of June 30, 1918, had been arbi- 
trarily determined and was much less than the true value of 
the properties on the date of valuation. The protest set forth 
numerous contentions of the Baltimore & Ohio as to why the 
valuation fixed was not proper. 


FINANCE APPLICATIONS 


Finance No. 6550. The Northern California asks authority to con- 
struct approximately 31 miles of line from Westwood to the line of 
the Indian Valley hailroad that connects with the main line of the 
Western Pacific at Paxton, Cal. The applicant said the proposed line 
would afford a shorter route between Westwood and Sacramento. It 
said it proposed to finance the cost of construction by issuing $400,000 
of bonds and to issue capital stock in connection with acquisition 
from the Red River Lumber Company of the latter’s private line that 
will be made a part of the new proposed line. 

Finance No. 6544. The Potato Creek Railroad Co. asks authority 
to abandon its railroad of less than 3 miles in length from Betula 
to Hamlin station, in McKean county, Pa., because of cessation of 
lumbering operations line was built to serve. 

Finance No. 6545. Pere Marquette Railway Co. asks authority to 
construct 17.4 miles of line from Wixom to Pontiac, Mich.. and ap- 
proximately 7 miles of belt railroad around the city of Pontiac. Pro- 
posed construction is part of a new building program calling for a 
total of 127 miles of line for the purpose of forming a cut-off from 
Grand Junction, Mich., to Woodbury, Mich., and a line from Green 
Oak to Lenox (Richmond), Mich. The line to be built in the future 
from Grand Junction to Woodbury will be 63 miles long and the 
proposed extension from Green Oak to Lenox will be 57 miles long. 
The general plan under which applicant is proceeding, according to 
the application, will materially lessen the distance between Chicago 
and Buffalo via the Pere Marquette; will eliminate limiting grades 
via Pere Marquette’s existing lines between Chicago and Buffalo; will 
result in increase in through traffic due to ability to give more ex- 
pedited service between Chicago and Buffalo; will permit applicant to 
avoid passing through traffic within the terminals of the city of 
Detroit, and will provide service to additional territory. 

Finance No. 6547. Joint application of the Detroit, Grand Haven 
& Milwaukee, the Pontiac, Oxford & Northern, and the Michigan Air 
Line to extend their lines by constructing a terminal transfer 
or belt line connecting applicants’ lines at Pontiac, Mich., and being 
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in fact, according to the application, an extension of the belt line 
authorized in finance No. 6139, April 21, 1927. The extension will be 
approximately 6 miles long. 

Finance No. 6548. The Chicago & North Western has applied for 
authority to issue and sell $2,745,000 of equipment trust certificates 
at the best price obtainable in connection with acquisition of 20 lo- 
comotives, 500 box cars, and 43 suburban passenger train cars. 

Finance No. 3357. The Detroit & Ironton asks until December 
31, 1931, to complete its line of railroad from Durban, Mich., to Malinta, 
O. Construction work has proceeded with all reasonable dispatch, ac- 
cording to the applicant, but on account of difficulties encountered jn 
the acquisition of right of way and in obtaining permission from state 
authorities to cross highways, and from the War Department to cross 
the Maumee River and in obtaining contracts with the New York Cen- 
tral, the Wabash, the Ann Arbor, the Toledo & Western, and the 
Toledo & Indiana, for crossings of their lines, and also decision to 
change the maximum grade of the new line, the time of completion 
has been unavoidably delayed. Under the, present order, the work 
must be completed by Dec. 31, 1927. The applicant said $2,047,702 had 
been expended on the construction of the line. 

Finance No. 5868. The New York, New Haven & Hartford asks 
supplemental order authorizing use of $288,355 for acquisition of ad- 
ditional equipment. In this proceeding $4,995,000 of equipment trust 
certificates were authorized and sold. The actual cost of the equip- 
ment bought thereunder was less than estimated and the carrier now 
asks authority to use the remainder of the proceeds on additional 
equipment. 





UNCONTESTED FINANCE CASES 


Finance No. 5996. Arkansas Railroad Co. authorized to acquire and 
operate a line of railroad in Lincoln county, Ark., and to issue $100,000 
of capital stock in payment for the property. Request for authority 
to retain excess earnings dismissed. 

Finance No. 6497, Mountain States Telephone & Telegraph Co, 
authorized to acquire the properties of the Springfield-Lamar Tele- 
phone Co. and the Holly-Stonington Telephone Co. 

Finance No. 6524, authorizing the Montgomery & Erie to extend 
the maturity date, for 30 years, of $40,500 second mortgage bonds. 

Finance No. 6246, authorizing the Central of Georgia to procure 
the authentication and delivery of $2,850,600 of refunding and gen- 
eral mortgage 5 per cent bonds. 

Finance No. 6109. Supplemental report and order authorizing the 
Missouri Pacific to procure authentication and delivery of $18;994,500 
of first and refunding mortgage 5 per cent bonds, series F, $12,000,000 
thereof to be pledged and repledged from time to time as collateral 
security for short-term notes, and the remaining $6,994,500 to be 
held in the treasury subject to further order of the Commission. 


COMMISSION ORDERS 


Wortman and Herbst and D. Y. Tomlinson have been per- 
mitted to intervene in No. 19853, Artesia Alfalfa Growers’ Asso- 
ciation et al. vs. Santa Fe et al. 

The New England Paper & Pulp Traffic Association has been 
permitted to intervene in No. 19694, the St. Regis Paper Co. 
vs. Santa Fe et al. 

The petition filed by the Big Four, Chicago & Illinois Mid- 
land, Chicago, Indianapolis & Louisville, New York Central, 
Southern and Wabash, in No. 16340, Illinois Coal Traffic Bureau 
vs. Alton & Southern et al., and No. 17509 (Sub. 1), Indiana 
Bituminous Coal Operators’ Association vs. Santa Fe et al., for 
reargument and reconsideration and postponement of effective 
date of order therein, entered on June 14, 1927, in respect of the 
rates from Danville, Brazil-Clinton and Linton-Sullivan groups, 
has been denied. 


The effective date of the order entered in No. 17206, Kalama- 
zoo Vegetable Parchment Co. vs. Chicago, Kalamazoo & Sag- 
inaw et al., on July 30, 1927, as corrected, has been postponed 
from September 30 to October 10, 1927, upon five days’ notice 
by filing and posting in the manner prescribed in section 6 of 
the act. 

The order entered in No. 15916, Spanish River Pulp & Paper 
Mills, Ltd., et al. vs. Ahnapee & Western et al., on June 28, 1926, 
as since amended, which by its present terms will become 
effective on October 31, 1927, has been further amended so that 
it shall become effective on November 30, 1927. 

The order entered in No. 17077, Bufflein Lumber & Manu- 
facturing Co. et al. vs. Oregon-Washington Railroad & Naviga- 
tion Co. et al., on June 21, 1927, as subsequently modified, has 
been further modified so that it will become effective on De- 
cember 1, 1927, upon not less than 30 days’ notice. 

Darling & Co. has been permitted to intervene in No. 19854, 
A. Gross & Co. vs. Baltimore & Ohio et al. 

The Central Railroad of Oregon has been permitted to in- 
tervene in finance No. 6466, in the matter of the application 
of the Union Railroad of Oregon for a cetrificate of public con- 
venience and necessity authorizing it to purchase and operate 
a railroad from Union Junction to Union, Ore., and for permis- 
sion to retain excess earnings of such railroad. 

The Commission has reopened No. 15644, Bissinger & Co. vs. 
Great Northern et al., for reconsideration on the present record. 

The Arnold Fruit Co., Hulsey-Bessent Co., J. Nooney & Co., 
Inc., and Porter, Hagood Co. have been permitted to intervene 
in ~ 19896, Fitch & Wilkinson et al. vs. Seaboard Air Line 
et al. 

The United States Cast Iron Pipe & Foundry Co. has been 
permitted to intervene in No. 19898, Western Carolina Shippers’ 
Association et al. vs. Asheville Southern et al. 

The mayor and city council of the City of Kelso, Wash., 
have been permitted to intervene in Finance No. 6523, in the 
matter of the application of the Northern Pacific, Great North- 
ern, and Oregon-Washington Railroad and Navigation Co. for 
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authority to operate certain of their joint passenger trains over 
the track of the Longview, Portland & Northern Railway be- 
tween the stations of Olequa and Longview Junction. 

The American Agricultural Chemical Co. has been permit- 
ted to intervene in No. 19890, U. S. Phosphoric Products Corp. 
vs. Butte, Anaconda & Pacific et al. 

The Western Union Telegraph Co. has been permitted to 
intervene in Valuation No. 1071, Baltimore & Ohio Chicago Ter- 
minal et al., and in Valuation No. 1068, Baltimore & Ohio et al. 

The Lehigh Portland Cement Co. has been permitted to in- 
tervene in No. 18744, Glens Falls Portland Cement Co. vs. Bos- 
ton & Albany (New York Central Railroad, lessee) et al. 

The Pocahontas Lumber Co. has been permitted to inter- 
vene in No. 19746, Muscle Shoals Traffic Bureau for Florence 
Lumber Co. et al. vs. Louisville & Nashville et al. 

The order entered in No. 18335, White Eagle Oil & Refin- 
ing Co. et al. vs. Chicago, Burlington & Quincy et al., on July 
23, 1927, which was by its terms made effective September 24, 
1927, upon not less than five days’ notice, has been modified 
so that it will become effective on September 29., upon not less 
than one day’s notice. 

The petition of defendants in No. 16274 (and Sub. 1), Okla- 
homa Traffic Assn. et al. vs. St. Louis-San Francisco et al., for 
postponement of the effective date of the order entered therein, 
has been denied. 

The Pennsylvania Railroad has been granted authority in 
No. 13413, in the matter of automatic train control devices, to 
continue to operate its engines and trains over the Erie Rail- 
road Company’s tracks between Southport and Chemung Junc- 
tion without equipping its engines with train-stop devices 
adopted by the Erie. 


LAKE CARGO COAL RATES 


The Commission has issued a formal order in No. 15007. 
Pittsburgh Coal Producers’ Association et al. vs. Ashland Coal 
and Iron Railway et al., the lake cargo coal case, denying, without 
stating reasons therefor, the application of the Central Penn- 
sylvania Coal Producers’ Association, an intervener, for the 
entry of an order in that case and further consideration of the 
record. The chief request of the Central Pennsylvania Coal 
Producers’ Association was for an order directing the Pennsyl- 
vania to establish rates which would preserve the differential 
adjustment as between the Pittsburgh district on the one hand, 
and the Altoona, Bellwood, Blairsville, Cherry Tree, Clearfield, 
Indiana County, New Florence, Spangler and Vintondale dis- 
tricts on the other, to the lower lake ports. 

Prior to the effective date of the rates on lake cargo coal 
ordered in this case, August, 10, there was a spread of 20 cents 
in the rates as between Pittsburgh and the other districts men- 
tioned. When the carriers reduced the rates from the Pitts- 
burgh field, according to the petitioning association, the Penn- 
sylvania did not make like reductions from the central Penn- 
sylvania mines, thereby changing the relationship. In its 
report in the lake cargo coal case, the Commission told the 
carriers that if they changed the relationship of the rates, 
except as directly ordered by it, they should be prepared to 
justify such changes. Operators in outlying districts, the rates 
from which theretofore had borne a definite relation to the 
rates from Pittsburgh, construed that to mean that the Com- 
mission expected the relationship to be continued. 

The central Pennsylvania operators, in their application 
for an order directing the restoration of the relationship, said 
the Pennsylvania preserved the old relationship in so far as the 
Reynoldsville district was concerned but widened the spread 
as to the Blairsville district by four cents and as to the other 
districts by ten cents. 


SOUTHERN CLASS RATES 


The Traffic World Washington Burcau 


Southern shippers and southern carriers are still in contro- 
versy over the question raised by the determination of the 
carriers to hold hearings on proposals to cancel any-quantity, 
less-than-carload and classification exception rates. (See Traffic 
World, September 17, p. 616.) Officials of the Southern Traffic 
League hoped that, as a result of representations made to Chair- 
men Barham and Dulaney, September 12 and later, that the 
carriers would abandon their plan, which was based on the 
theory that Commissioner Eastman’s report in the Southern 
Class Rate Investigation required them to cancel the sorts of 
rates mentioned. Shippers disagreed with the carriers as to the 
meaning of the language employed in the report. They took 
up the question with Commissioner Eastman. He wrote to the 
carriers that, in his opinion, they were not warranted in their 
position that the decision in 100 I. C. C. 513, required the 
cancellations proposed. 

After that advice was given, M. M. Caskie, executive secre- 
tary of the Southern Traffic League, inquired of Chairman Bar- 
ham and Dulaney whether, in view of what Mr. Eastman had 
said, they were still of the view that the Eastman report re- 
quired the railroads to make the cancellations. Mr. Barham 
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said Mr. Eastman’s letter on the subject was having considera- » 
tion. Therefore, he said, on October 1, that he could not answer 
definitely. Mr. Dulaney said the classification committee ex- 
pected to go on with its public hearings on the subject of 
classification exception cancellations, in New York, early in 
November. He said conclusions as to changes would not be 
reached until after the hearings and that “we cannot say at 
this time when changes adopted will be made effective.” 

The Commission hopes to have the rates prescribed by it 
made effective January 1 next. Therefore, the shippers, in view 
of the shortness of time and the fact that Commissioner East- 
man does not subscribe to the interpretation placed on the report 
by the carriers, think the carriers should drop their plan, at 
least until after the rates have gone into effect. 

The Illinois Manufacturers’ Association has also asked the 
southern carriers to defer action on their proposals, on the 
ground that until the rates prescribed in the Southern Class 
Rate Investigation have been made effective no definite knowl- 
edge can be had as to the rates that will be in effect between 
Illinois territory, as a whole, and the south, as a whole. 

The Interior Florida Traffic Bureau, Inc., by T. C. Elliott, 
its traffic manager, in a formal paper sent to the Commission, 
has suggested to the regulating body that it would be justified 
in issuing an order in No. 13494, Southern Class Rate Inves- 
tigation, requiring the publication of the rates prescribed in 
that case not later than sixty days from October 1. The bureau 
reviews the history of the southern class rate case since its 
inception in 1922 in seventeen paragraphs, in the last of which 
the suggestion about an order is made. 

Cancellation of the less-than-carload commodity rates, any- 
quantity rates, and exceptions to the Southern Classification, 
proposed by the southern carriers is taken by the bureau as 
threatening a further delay in the publication of the rates. The 
making of rates on the Jacksonville combination is the evil 
against which the bureau is aiming its suggestion. 

“Our people have exercised undue patience in submitting 
for so many years to the so-called Jacksonville combination 
system of making rates to and from this section of Florida,” 
says the bureau. “We have been prompted to use patience be- 
cause of the fact that this entire subject was before the Com- 
mission and was receiving its careful consideration in its 
Southern Class Rate Investigation. We are now confronted and 
threatened with the possibility of this evil continuing and being 
continued for many, many, months before this burden is lifted 
from our shoulders.” 

The paragraph suggesting entry of an order establishing the 
rates not later than sixty days from October 1, is as follows: 

It would appear that in view of the long delay encountered in 
getting these southern class rates published and put into effect, the 
tactics indulged in heretofore by the interested carriers and that now 
contemplated, the Commission would and is fully justified, and in jus- 
tice to the shippers should deem it its duty to issue an order requir- 


ing the publication of such rates not later than sixty days from 
October 1, 1927. 


SOUTHERN RATE HEARING 
The Traffic World New York Bureau 


Protests against proposed cancellation of less-than-carload 
rates on a number of commodities from Eastern territory to 
Southern points were made by shippers and officials of com- 
mercial organizations at a hearing Wednesday before the Trunk 
Line Association. 


The subject of the hearing is the outcome of the report of 
the Commission in the southern rate case, in which the Com- 
mission stated that it did not feel justified in the maintenance 
of L. C. L. commodity rates between the points covered in the 
investigation. The witnesses argued that abrogation of these 
rates would substantially increase the cost of transportation on 
the items affected, as it would be impossible to ship the com- 
modities under appropriate class rates. 


The principal commodities involved in the discussion were 
molasses, syrup and glucose, paper, canned goods, soap, cutch, 
foil, fruits, vegetables, dyestuffs, mahogany logs, bar and plate 
iron roofing, jute and jute butts, leads, leather, empty berry 
packages returned, vehicle parts, dry goods, oranges, lemons 
and grape fruit, powder, talcum, roots and herbs, soda and soda 
products. 


Paul M. Ripley, of the American Sugar Refining Company, 
said the cancellation would be a distinct disadvantage, not only to 
his own company but to many others. He expressed the belief 
that when the southeastern rate decision is handed down it will 
be on a different basis. 


Representatives of sugar, soap, burlap, iron and steel, and 
other companies raised objections to the proposed cancellation 
and said that the present tariffs are just and equitable on 
L. C. L. goods. 

Chairman W. R. Askew, of the general freight committee, 
said hearings would be continued in New England and Atlanta. 
Among those present at the New York hearing were: T. M. 
Bartley, Campbell Soup Company; W. F. Clark, Lehigh Port- 
land Cement Company; C. S. Nelson, Merchants Association; 
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* W. H. Beidelman, Fleischman Company; J. A. Hart, National 
Biscuit Company; G. E. Mace, Trenton Chamber of Commerce; 
J. W. Borgardner, J. A. Roebling and Sons; George T. Alces, 
Fulton Bag Company; A. C. Welsh, Brooklyn Chamber of Com- 
merce; C. A. S. Keen, U. S. Rubber Company; and Eldon Rich- 
ardson, Lever Bros. 


PIEDMONT & NORTHERN DENIAL 


Denial of the application of the Piedmont and Northern for 
authority to build two extensions in North and South Carolina 
has been recommended by Examiner Haskell C. Davis. The 
case involves the question of whether or not the applicant is 
an electric interurban line over which the Commission has juris- 
diction and whether the proposed construction would, if ap- 
proved, result in duplication of rail facilities. The examiner 
said the Commission should find that the railroad of the appli- 
cant, as proposed to be extended, would be a commercial rail- 
road operated by electricity and not an electric interurban 
railway within the exemption contained in paragraph 22 of sec- 
tion 1 of the Interstate Commerce Act. He recommended a 
finding against the contention of the applicant that the pro- 
posed construction was part of a project begun in good faith 
prior to the effective date of paragraph 18 of section 1 of the 
act and thereafter prosecuted with reasonalbe diligence... He 
held that the Commission had jurisdiction of the application. 
Construction of the lines proposed, said he, would result in an 
unwarranted duplication of existing railways. 





L F. A. AND W. T. L. CLASS RATES \ 


The Traffic World Washington Bureau 


Allegations that the carriers had wholly failed to justify 
proposed increased class rates in Illinois Freight Association 
and Western Trunk Line territories, even to the extent of omit- 
ting some of the articles from their exhibits purporting to show 
the commodities on which higher rates would apply, were made 
by shippers in arguments October 5 in I. and S. No. 2821, in 
which the tariffs proposing the increases were suspended. The 
suspended tariffs proposed to cancel less-than-carload commodity 
rates in those territories so that class rates would apply. They 
also proposed the cancellation of some carload commodity rates 
on the theory that the traffic now moving on such commodity 
rates was of such a character that they should move on the class 
basis. 

Time for the discussion of the case was assigned to E. J. 
Halberg for the C. F. A. carriers; J. L. Coleman for the Illinois 
Freight Association lines; J. F. Dougherty for the Michigan 
Paper Mills Traffic Association; J. E. Bryan for the American 
Lakes Paper Co.; J. P. Haynes for the Chicago Association of 
Commerce; C. S. Bather for iron and steel, and furniture in- 
terests; Herman Mueller for St. Paul interests; L. F. Wilson 
for the Creamery Package Co.; D. E. Lamb for the Fred Rueping 
Leather Co.; E. S. DePass for the Evaporated Milk Association. 

Mr. Haynes said that one exhibit filed by the carriers showed 
762 items, carrying thousands of rates, about which there was no 
testimony whatever other than the exhibit showing what the 
present rates were and what the new rates would be. In ad- 
dition, he said, there were increases proposed which were not 
even mentioned in the exhibit. He said that as he understood 
the law the carriers were in duty bound to justify increases and 
that they had not done so. He said the Commission, in cases 
upon more comprehensive records, was considering class rates 
in Trunk Line territory and in Western Trunk Line territory, 
the outcome in which, he said, undoubtedly would have an effect 
upon the rates under consideration in this case. His thought 
was that there should be no action upon this proposal until 
shippers knew what the level of the class rates would be. The 
only reason, he said, the carriers had for their proposals, was 
the language in the Commission’s decision in No. 13494, the 
southern class rate investigation, which they had construed as 
requiring the cancellation of less-than-carload rates and language 
of supposedly similar import in other cases, notably the Burling- 
ton Shippers’ Association case. But, he suggested, that was 
not ground enough on which to justify changes without any 
showing as to transportation and competitive conditions. 

Among things pointed out by others speaking for the ship- 
pers was that carriers in C. F. A. had cancelled rates on which 
there was no movement and then used such cancellation as 
justification for proposing like action in the territories under 
consideration as to rates on which traffic did move. 

Mr. Halberg, in behalf of the carriers, said the desire of the 
carriers was to cancel obsolete rates and to put upon the class 
basis carload rates on commodities that should move upon the 
class basis and did so move in other territories. He pointed to 
commodities in I: F. A. and W. T. L. territories, which moved 
on less-than-carload commodity rates or on carload commodity 
rates, but which, in C. F. A. moved on class rates. He further 
pointed to the finding of the Commission, in earlier cases in- 
volving rates in Illinois as contrasted with those in Indiana, 
that transportation conditions in Illinois and Indiana were sub- 
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stantially similar and that, therefore, there was no justification 
for such differences in rates as had been shown. 

Mr. DePass said the carriers had not made an attempt to 
justify the class rates which would be brought into effect by 
these cancellations and that the result of the proposed action 
would be the cancellation of commodity rates on the cheaper 
of the canned goods and leave those on the more valuable ones 
unchanged. Further, he said, approval of the proposed changes 
would create the anomaly of commodity rates on canned goods 
in territories around I. F. A. and W. T. L. and to and through 
those territories, making greater confusion in the rates than 
now existed. He said he was speaking only of the carload 
commodity rates, not any less-than-carload rates, adding that so 
far as he thought then, the shippers of canned goods would not 
oppose the cancellation of any less-than-carload commodity rates. 
He said the carriers, by the testimony they had put into the 
record, had really justified the existing carload commodity rates 
and not the carload class rates they proposed. 

Mr. Bather pointed to changes in rates on iron and steel 
articles, furniture and other things which, he said, would be 
inconsistent and without any justification in the record to sup- 
port them. 

In closing the case, Mr. Coleman undertook to answer some 
of the objections of the shippers and also to answer questions 
put by Commissioner Campbell. The latter were, in effect, why 
should the carriers cause discrimination among shippers by 
picking out the commodities treated in the tariffs under sus- 
pension, raising the rates on the commodities so selected and 
leaving the others on their present level. Among the objections 
was the one that class rates were already under consideration in 
larger cases. Mr. Coleman said that Mr. Mueller, who made that 
point emphatically, was confusing two things when he made 
that assertion. In this case, Mr. Coleman said the carriers were 
undertaking to correct errors the Commission had pointed out 
without making the revenue feature the prominent one, while in 
the other case more revenue was the desire. 

Mr. Coleman said the Commodities treated in this case 
were “picked out” only in the sense that the carriers had to 
begin somewhere in correcting the errors indicated by the Com- 
mission. The picking consisted, he said, of taking up one com- 
modity, treating it and laying it aside. The easiest ones to deal 
with, he said, were probably first taken up. Mr. Campbell asked 
if there were not some middle course to pursue. Turning to 
Mr. DePass, Mr. Coleman said that the commodities for which 
Mr. DePass was speaking had the lowest rates of all. Mr. 
DePass, he said, was not willing to give up anything, so Mr. 
Coleman wanted to know where there was a middle course in 
the case of canned goods. 

“T pointed out a middle course,” said Mr. DePass. Mr. Cole- 
man said he did not know what it was. “We object,’ added Mr. 
DePass, “to being taken from where we are now to the 
highest rates.” 

ee ene eee 
CHICAGO COAL RATES 

Counsel for the complainant in No. 11224, Chicago Coal Mer- 
chants’ Association vs. Director-General, Santa Fe, et al., and 
a sub-number thereunder, arguing against the imposition of rates 
on coal in parts of Chicago higher than the flat Chicago rate, 
asserted that flat rates on coal applied at St. Louis, Detroit and 
other industrial areas and that it was very unusual to sub- 
divide a single switching district into destinations on coal as 
“has been forced upon the public of Chicago by the failure of 
the defendants herein to agree upon divisions.” 

Failure to agree upon divisions, they said, was the only 
reason for the non-inclusion of coal in the tariffs filed in com- 
pliance with the Lowrey agreement in 1911. They asserted that 
when coal was left out of the tariffs then there was no thought 
of an exclusion except on account of the failure of carriers to 
agree upon divisions. They asserted that coal always had been 
in the Lowrey agreement except in the sense that the first tariffs 
did not provide for the application of the flat Chicago rate, be- 
cause, at the time the tariffs were filed, the carriers were in 
dispute, not about the rate, but about the division of the joint 
rates. 

The coal merchants asked the Commission to go back to 
its first decision in this case, 89 I. C. C. 137, in which it found 
that plussing the flat Chicago rate for deliveries in part of the 
switching district was unduly prejudicial to the receivers of 
coal and the localities to which the plussed Chicago rates were 
made applicable. Upon rehearing, however, 123 I. C. C. 169, 
they said the Commission established plus zones, one of 
bituminous coal at ten cents over the Chicago rate and two on 
anthracite coal. 

Counsel said that the testimony showed that Chicago civic 
associations had trouble in trying to have industrials locate in 
the switching district on account of the plussing of the Chicago 
rate for deliveries in the northern part of it. They pointed 
out that of the 68 defendants, only one, the Chicago & North 
Western, appeared in defense of the plussing of the Chicago 
rate, which, as they contended, caused Chicago to be treated 
unlike any other industrial area in the country. 

Counsel for the Illinois Brick Company, in the same case 
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argued in behalf of giving Weber, Ill., within the industrial area 

of Chicago, the Chicago rate or at most not more than ten 
cents over Chicago, instead of 37.5 cents, as ordered in the 
latest report in this case. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager or assistant; broad knowl- 
edge all phases traffic work acquired during fourteen years’ actual 
experience; capable of organizing and conducting efficient, up-to-the- 
minute freight traffic department. Address X. Y. Z., care of Traffic 
World, Chicago, IIl. 


EXPERIENCED MAN as assistant traffic manager of manufactur- 
ing plant; good opportunity for advancement; knowledge of south- 
western rate structure essential. Address A. W. T. 62, care of 
Traffic World, Chicago, Il. 


RATE CLERK AND TARIFF COMPILER—Age 29, with char- 
acter and ability, thoroughly experienced in I. C. C. rules and prac- 
tices; Southern and estern rate territories; wants position with 
progressive company. Address O. L, L. 60, care Traffic World, 
Chicago, IIl. 
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The Book Shop Bindery 


350-354 West Erie Street Chicago 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 











C & a TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 


CHICAGO TANK CAR COMPANY 


eae EXCHANGE BUILDING 
enn. _Sretem Telephone Harrison 3486 
CHICAGO, ILL. 
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TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Care 








MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Located im Heart of Raiiread District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


DECATUR WAREHOUSE CO. 


FIREPROOF 
General Merchandise Storage 
Switching from all Roads. Non-freezing Storage. Pool Cars. 
The natural point for distribution in the Corn Belt of Illinois. 
806-825 North Morgan St., DECATUR, ILLINOIS 
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Test Your 
Traffic Knowledge 
and Judgment 


FREE 


Traffic knowledge is one thing. Traffic 
judgment is another. The possession of 
both is absolutely necessary to success 
in this new and fascinating profession. 


Learn if your traffic knowledge and 
judgment are worth developing, and how 
much training you will need, through 
our unique, practical test. You will be 
frankly told what your score is. 


We offer you training and develop- 
ment in Traffic Management subjects 
and also Traffic Law and I.C.C. Pro- 
cedure. All training available through 
Chicago resident classes and by mail. 
Personal, individual criticism on your 
work. 





Send now for your free test. Satisfy 
yourself whether you have the natural 
ability to succeed in traffic. 


(iLO ANCED a 


CA Single Subject Well Taught! 


608-618 S. Dearborn St., Chicago Dept. Y 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Repovter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Oklahoma.) Where the existence of 
public convenience and necessity is a prerequisite to the au- 
thorization of a motor carrier to furnish services, as required 
by section 4, c. 113, Session Laws of Oklahoma, 1923, the word 
“necessity” means a public need, without which the public is 
inconvenienced to the extent of being handicapped in the pur- 
suit of business or wholesome pleasure, or both—without which 
the people generally of the community are denied, to their 
detriment, that which is enjoyed by other people generally, 
similarly situated.—Chicago, R. I. & P. Ry. Co. vs. State et al., 
258 Pac. Rep. 874. 

On appeal from an order of the Corporation Commission 
issuing a certificate of public convenience and necessity to op- 
erate a motorbus over the public highways, if there is any 
evidence reasonably tending to support the order of the com- 
mission, the prima facie presumption of the order’s being rea- 
sonable, just, and correct, obtain by reason of section 22, art. 9, 
of the Constitution, and the burden is upon applicant to over- 
come that presumption.—lIbid. 

Evidence examined, and held, that evidence is sufficient to 
support the order of the Corporation Commission.—Ibid. 

Evidence examined, and held, appellant’s evidence insuffi- 
cient to overcome the prima facie presumption of the reason- 
ableness, justness, and correctness of the order appealed from. 
—Ibid. 

(Circuit Court of Appeals, Eighth Circuit.) Where carrier 
through mistake issued “prepaid” order bill of lading covering 
shipment consigned to shipper’s order, and without collecting 
freight delivered shipment to warehouse company presenting 
properly indorsed bill of lading, held, under interstate commerce 
act 1887, sec. 6, and Elkins act, sec. 1, both as amended by 
Hepburn act, sec. 2 (Comp. St., secs. 8569 (7), 8597), intended 
to eliminate every form of discrimination, whether intentional 
or unintentional, carrier unable to recover freight charges from 
shipper, which had become insolvent, was entitled to recover 
amount of such charges from warehouse company.—Central 
Warehouse Co. vs. Chicago, R. I. & P. Ry. Co., 20 Fed. Rep. (2d) 
828. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


od 


(District Court, N. D., California, S. D.) Where separate 
libels for cargo damage filed against three vessels were tried 
together solely for convenience of court, and parties, and to 
save time and expense, held, that proctor appearing for respond- 
ent in each case was entitled to separate proctor’s docket fees 
in each case, separate matters being involved.—The Mississippi, 
The Texas, The Alaska, 20 Fed. Rep. (2d) 1015. 


BRIMSTONE DIVISIONS CASE 


In a brief filed in the Supreme Court of the United States 
in No. 240, the Brimstone Railroad and Canal Co., appellant, 
vs. the United States et al., Daniel W. Knowlton and E. M. Reidy, 
for the Commission, contend that the Commission kept well 
within the law when, in an inquiry instituted upon its own 
motion, into the question of divisions paid by the trunk lines 
to the Brimstone, it fixed those divisions at smaller figures for 
the industrial railroad, which is what the Brimstone is, and 
left the larger return to the trunk lines without undertaking to 
apportion that larger part among the lines other than the Brim- 
stone. They said the Commission acted within the limits set by 
the court in Tap Line Cases, 234 U. S. 1; New England Divi- 
sions Case, 261 U. S. 184; O’Keefs vs. United States, 240 
U. S. 292, United States vs. Abilene & Southern, 265 
U. S. 274, and the decisions made by itself in many other cases. 
The report in the Brimstone case was made in 104 I. C. C. 415. 

As to the contention of the Brimstone that the Commission 
construed the part of the statute authorizing it to divide rates 
retroactively so as to make it unconstitutional, the lawyers for 
the Commission retorted that the retroactive application of the 
divisions was not in the sense of depriving the Brimstone of 
anything to which it was ever entitled. They said the Com- 
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mission’s action accomplished two results, in that it not only 
made proper distribution of revenues from joint rates in the 
interest of efficient transportation at reasonable charge by all 
patricipating carriers, “but it also prevents the departures from 
publised rates now being effected through the device of ex. 
cessive divisions allowed to a shipper-owned carrier.” 

The case comes up on appeal from the federal court for 
the western district of Louisiana, Lake Charles division, which 
issued a temporary injunction but denied a permanent injunc. 
tion against the order in which the Commission prescribed 
divisions as between the Brimstone and its trunk line connec. 
tions back to August 1, 1921. 





CONSOLIDATED SOUTHWESTERN CASES 


Oklahoma interests are opposed to the making of a revenue 
test in the Consolidated Southwestern Cases, 123 I. C. C. 203, 
if such ,test will delay the effective date of the ordered rates 
in the proceeding, according to a reply of the Corporation Com- 
mission of Oklahoma and other Oklahoma interests filed with 
the Commission to a request of the southwestern lines for a 
revenue test. Paul A. Walker, special counsel for the state 
commission, said the reply, written before receipt of notice of 
postponement of the effective date of the order in the proceed- 
ing from December 5 to February 3, was sent “as our protest to 
any delay for revenue studies now or later, or any postponement 
to any later date.” 

The protestants said the: application of the carriers for 
a revenue test “appears to be made for delay and apparently will 
necessitate delay in the effective date of the decision in these 
cases.” They said the carriers could make a revenue test, “but 
such test should be separate and apart from any application or 
idea of delaying the effective date of the ordered rates in these 
proceedings.” 





G. N.-N. P. UNIFICATION 


The Board of Railroad Commissioners of the state of South 
Dakota, the Leavenworth & Topeka Railroad Company, the 
Minneapolis, Anoka & Cuyuna Range Railway Company, Edward 
P. Burch, receiver, and T. H. Trelford have been permitted to 
intervene in finance No. 6410, the proceeding in which the Great 
Northern Pacific Railway Company seeks authority to acquire 
control of the Great Northern and Northern Pacific. 

By a two to one vote the Iowa Board of Railroad Commis- 
sioners has decided to protest the proposed consolidation of the 
Northern Pacific and the Great Northern. Dwight N. Lewis, 
commerce counsel, will formally enter the protest and an ap- 
pearance for the three commissioners at the preliminary hear- 
ing at St. Paul, October 24. Commissioners Charles Webster 
and Fred P. Woodruff signed the petition of protest. They 
stated that they were in sympathy with the intent of the late 
Senator Cummins, of Iowa, in aligning weaker roads with 
stronger to insure the preservation of competition in the terri- 
tory of the consolidations. They said that they feared the join- 
ing of the two strong lines would ‘prevent a future unification 
of the lines to afford equal competition on equal terms.” 


LARGE GRAPE SHIPMENTS 


. Shippers of California grapes have forwarded 31,869 cars of 
trans-continental shipments this season, inclusive of September 
29. This is a decrease of 1,151 cars, compared with 1926, and 
1,659 cars, compared with 1925, according to George A. Leithner, 
district manager of the American Railway Association and chief 
joint railroad representative of the California Grape Car Plan. 

Mr. Leithner said the present refrigerator car supply of 
16,500 cars on lines west of Belen, Tucumcari, and Ogden, and 
an average daily receipt:in excess of 1,000 cars through all 
western gateways should protect any reasonable demand made 
by shippers of perishables the rest of the season. This general 
supply of refrigerators now in the territory is just a slight 
increase compared with 1926, and a 5,000 car increase, compared 
with 1925, he said. 


For the week ending Saturday, September 24, grape loadings 
in the eight California grape shipping districts under the car 
regulation of the American Railway Association, averaged 1,377 
cars daily, with a day’s peak loading in excess of 1,500 cars. 
Filed refrigerator car requirements for the week following Sep- 
tember 24 called for 8,384 cars—a larger number than ever before 
in the history of California carriers. 

The carriers, Mr. Leithner says, are in a position to meet a 
fairly abnormal demand, but, he says, shippers should give a 
great deal of consideration to the situation at stations and ter- 
minals in the east, which are glutted because of the apparent 
poor consumptive demand. Slow grape unloading at Thirty- 
third Street, Harlem River and Hoboken, New York, and Newark 
and Scranton, Pennsylvania, brought about a congestion which 
virtually stopped receipts, he says, and the issuance of permits 
against existing embargoes may possibly be temporarily aban- 
doned until such time as the present heavy accumulation of 
grapes is materially reduced. 
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Mother Nature 
Provides a 
Favorable 
Climate— 

reducing costs 

three ways— 


at Wilmington 
North Carolina 


STEDUCTION in cost begins immediately 
2 SNE after your decision to erect a plant in 
* bX oy Wilmington. Time, often lost through 
Co Reeuy| inclement weather, is saved by Wil- 
ae mington’s favorable climatic conditions 
throughout the year, resulting in a saving of con- 
struction cost. ’ 






Because of good weather no delay will be occa- 
sioned while installing your equipment which 
makes possible operation of your plant at the 
earliest possible moment. 
Warm winter weather (av- 
erage temperature 58°) and 
cool summers (average tem- 
perature 78°) mean that 
your factory can be operated 
throughout the year with 
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tion on any specific points. 
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CHICAGO & NORTH WESTER 


PROVISO YAI 


Now in Operation 


TOTAL AREA 
1,250 ACRES 


TRACK CAPACITY 
26,000 CARS 


THROUGH CARS PER DAY 
15,000 CARS 


Transfer House. 9. Proviso Passenger Station. 

North Repair Yard. 10. East Classification Yard. 

North Makeup Yard. 11. East Repair Yard. 

North Receiving Yard. 12. Roundhouse and Coaling Station. 
North Classification Yard. 13. East Makeup Yard. 

Record Building. 14. East Receiving Yard. 

Office Building. 15. Bellwood Passenger Station. 
Gantry Crane. 16. Connection to Belt Lines. 
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| | aft 
$16,000,000 Project for Handling T 


4 bw Chicago & North Western Railway Company announces the open- 
ing of its Freight Terminal, Transfer House, and Classification Yards 
located at Proviso, [ll., on its main line thirteen miles west of Chicago. 


With the tremendous growth of Chicago and its importance as a trans- 
portation center and railroad terminus, there came the necessity of 
greater transfer and interchange facilities not only for present needs 
but to take care of future growth and in full realization of the situation 
this vast project was conceived by this Company. 
The immensity of the improvement can be perhaps better visualized by the follow- 
ing facts: 

TOTAL AREA a 


TRACK CAPACITY... 
THROUGH CARS PER DAY 


1,250 acres 
26,000 cars 
15,000 cars 


The Proviso Transfer House for 
Area under one roof 
Length 3 ‘ . 
Width Band o.oo 
Merchandise Cars—Daily cap 
A passenger station has also been b 
for the convenience of patrons. 


Two fully equipped Repair Yar 
freight. Modern buildings and¢ 


expedite operations. 
The Proviso Yard is particularly 
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Chicago & North Western Rail 


CHICAGO & 


A. C. JOHNSON 
Vice President—Traffic 


H. W. BEYERS S. F. MILLER 
Freight Traffic Manager Asst. Freight Traffic Manager 


A. R. GOULD D. H. HOOPS 
Asst. Freight Traffic Manager General Freight Agent 
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arload freight: out necessity of passing through the congested areas of Chicago. 
Bi. <x . 21 acres In addition, the following Belt Lines deliver and receive freight at Proviso 
‘ = ee Yard under their own power, insuring continuous movement and expedi- 
. 2 . ae tious handling of all traffic: Baltimore & Ohio Chicago Terminal R. R., 
to the office building at Proviso Belt Railway Company of Chicago, Indiana Harbor Belt R. R. 
Congestion in terminal yards of large cities is one of the principal causes 
im Icing Plant for perishable of delay in shipments and Proviso Yard is expressly designed for han- 
of all kinds to facilitate and dling traffic in the most prompt and dependable way. 

This great Transfer Yard is another indication of the progressive spirit 

ted to serve the West, North, and policy of the Chicago & North Western Railway. 
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lirectly to destinations with- thing in the Best of the West. ° 


The C. & N. W. Ry. operates over 10,000 miles of 
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Ninth of a Series of Fifty-two Articles on This Subject, Written for the Traffic World, 
By G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Minor Rate Territories 


In addition to the larger territorial organizations discussed 
in the previous article, a number of minor traffic associations 


issue tariffs and promulgate rules, regulations, and practices; 


governing traffic within smaller territories embracing only a 
state or several states. These associations function in connec- 
tion with traffic moving between certain well defined limits, 
such as a state or a group of states or traffic from subdivisions 
or groups within one major territory to groups in other terri- 
tories. 

Pacific Freight Tariff Bureau Territory 


The Pacific Freight Tariff Bureau governs traffic moving in 
the South Pacific Coast district and southern Intermountain 
territory and between points in these districts and points in 
adjacent states. The territory lies west of a line drawn from 
the vicinity of Cheyenne, Wyoming, south through Colorado just 
west of the Colorado common points and New Mexico to El 
Paso, Texas. The international boundary line between the 
United States and Mexico—the southern boundaries of New 
Mexico, Arizona, and California—forms the southern boundary 
of the territory and the Pacific Ocean is the western border. 
The northern boundary runs west from Cheyenne through 
Wyoming, follows the Idaho-Utah, Idaho-Nevada, Nevada-Ore- 
gon, and Oregon-California state lines, including the portion of 
the western coast of Oregon to Portland and the Columbia 
River to the Pacific Ocean. Four states and portions of four 
more are included in this large territory. Headquarters of the 
Pacific Freight Bureau are at San Francisco. 


North Pacific Coast Freight Tariff Bureau Territory 


Rates, rules, and regulations applicable in connection with 
traffic moving between the cities of the North Pacific Coast, 
Seattle and Tacoma, Washington, and Portland, Oregon, and 
points in Washington, Idaho, and Montana are published by the 
North Pacific Coast Freight Tariff Bureau. The headquarters 
of the association are at Seattle, Washington. 


The district is bounded by the Pacific Ocean on the west; 
the Oregon-California, Oregon-Nevada, Idaho-Nevada, and Idaho- 
Utah state lines on the south; the Cascade and Rocky Moun- 
tains on the west; and the Canadian-United States international 
boundary line on the north. The states of Washington, Oregon, 
and Idaho and a part of Montana are included in this other 
important rate territory of the Pacific coast section. 


The Colorado-Utah Freight Bureau Territory 


The Colorado-Utah Bureau publishes rates, rules, and regu- 
lations governing traffic moving in interstate commerce between 
Colorado common points and Utah common points. The com- 
mon points in each state include most important shipping and 
receiving points in these states. Colorado common points 
include: Denver, Colorado Springs, Colorado City, Pueblo, 
Gréeley, Trinidad, and a large number of other points in Wy- 
oming, including Cheyenne and Laramie, and in New Mexico. 
Utah common points include Ogden, Salt Lake City, Provo, 
Payson, Midvale, Garfield, Park City, and other cities and im- 
portant towns and junctions. 


Utah Freight Bureau Territory 


Intrastate traffic between points within the state of Utah is 
governed by the Utah Freight Bureau at Salt Lake City. As 
agent, this bureau publishes rates applicable on such traffic and 
rules and regulations governing. 


Colorado-New Mexico Freight Bureau Territory 


Rates between common points and other important shipping 
and receiving stations on railroads in Colorado and points in 
New Mexico are subject to the jurisdiction of the Colorado-New 
Mexico Freight Bureau, which has its headquarters at Denver, 
Colorado. 

Texas Freight Bureau Territory 


The Texas lines maintain a freight bureau that publishes 
intrastate and interstate rates on traffic moving in Texas and 
between points in Texas and Rushton and other points in 
Louisiana taking Rushton rates. These rates are related to 
the Texas-Shreveport rates. Rates on cottonseed products for 
export from Texas points to New Orleans and other southern 
ports are also published by this bureau. The Texas Freight 
Bureau combines the functions of a minor territorial bureau 


with those of a bureau specializing in a particular kind of traffic, 
Headquarters of this association are at Dallas, Texas. 


Texas-Louisiana Freight Tariff Bureau Territory 
Rates between Texas and Louisiana points are published 


~ by the Texas-Louisiana Bureau. Offices are at Dallas, Texas. 


Illinois, Michigan, and Louisiana Territories 


The Illinois Freight Association, the Michigan Freight Com. 
mittee, and the Louisiana Lines Committee govern traffic mov- 
ing locally within those states. 


Minor Interterritorial Freight Tariff Bureaus 


Another group of minor traffic associations are concerned 
with the publication of rates, rules, and regulations from groups 
of points within one territory to distant points within another 
or several other larger territorial associations. Such organiza- 
tions function principally as tariff publishing agencies. 


Atlanta Freight Tariff Bureau 


Rates, rules, and regulations applying on traffic moving be- 
tween points in Southeastern Traffic Association territory south 
of the Ohio and Potomac and east of the Mississippi River and 
between points in this general district and points in New Eng- 
land, Trunk Line, Central Freight Association, and Western 
Trunk Line territories. Rates to all points within these terri- 
tories are not published by this association. The Central Freight 
Association, the Southwestern Lines, and the Louisville Traffic 
Bureau collaborate in this work, dividing the publication of 
such interterritorial rates among themselves. The offices of 
the bureau are at Atlanta, Georgia. 


Louisville Freight Tariff Bureau 


Within the confines of the Southeastern Mississippi Valley 
Association territory the Louisville Freight Tariff Bureau, at 
Louisville, Ky., publishes tariffs governing traffic between 
the Ohio and Mississippi River crossings and points in the 
Southern and Southeastern Mississippi Valley Association ter- 
ritories. Rates are published from groups of points within 
Trunk Line territory, such as the Buffalo-Pittsburgh territory, 
to points in the south, as well as rates between points in the 
states of Kentucky, Tennessee, Mississippi, and Alabama, to 
destinations in Trunk Line and New England territories. The 
bureau publishes inter-southern territorial tariffs naming rates 
from points in Southeastern Mississippi Valley Association and 
Southeastern territories. Export rates from Ohio and Mississippi 
River crossings, as well as from Central Freight Association 
points to the south Atlantic ports, are also published by the 
bureau. 

Richmond Freight Tariff Bureau 

While rates in the general Virginia-Carolina territory are 
made by the roads through the general association, the Rich- 
mond Freight Tariff Bureau, located within the general district, 
publishes tariffs quoting rates between points within the Vir- 
ginia-Carolina territory and rates between the points in this 
territory and points in New England, Trunk Line, and -Canadian 
Freight Association territories. 


New Orleans Freight Tariff Bureau 


In Southeastern territory, the New Orleans Freight Tariff 
Bureau, located at New Orleans, publishes rates, rules, and 
regulations governing traffic moving from New Orleans and 
other Gulf ports and southern shipping points east of the Mis- 
sissippi River to the Ohio River crossings, points within Central 
Freight Association territory, Missouri River crossings, and 
points in Trunk Line territory. This bureau collaborates with 
the Central Freight Association, Southwestern and Louisville 
freight tariff bureaus in publishing these interterritorial rates. 


Atlantic Seaboard Freight Bureau 


The Atlantic Seaboard Freight Bureau publishes rates be- 
tween Seaboard territory and Louisiana, Texas, and other points 
in Southwestern territory applicable via the coastwise steam- 
ship lines operating between north Atlantic ports and Gulf 
ports at and west of the Mississippi River in connection with 
the rail lines in Trunk Line and New England territories and 
those operating in Southwestern territory and points adjacent 
to the Mississippi River in southern Louisiana. 

. The Atlantic Seaboard Freight Association is located at New 
ork. 
Designating Territories 


The territory of the United States is divided into a number 
of districts used to indicate certain geographical regions. No 
assocations are maintained within the territory to publsh rules, 
rates, or regulations and no tariff publications are issued naming 
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ANY men havewon undying fame 
M by relying on arrows. A few of 
the more notable examples of gentle- 
men who were proficient in their use 
are Robin Hood, Sitting Bull and Big 
Chief Rain-in-the-Face. In addition 
to this collection there was a Mr. Wil- 
liam Tell, who used to spend his leisure 
hours halving apples with arrows. 


The point of all this is that arrows 
have long been famous for prompt 
departure and on time arrival. And 
when properly handled they go straight 
to the mark. In this respect “The 
Arrow” of the Pennsylvania is a real 
honest-to-goodness member of the 
arrow family. 


“The Arrow” is a big freight train 
with a cargo of general merchandise 
that runs from Eastern Seaboard Cities 
to Toledo and Detroit, serving through 
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“THe ARROW” is one of the great fleet of 60 named 


Pennsylvania freight trains that have set remarkable 
records for regularity and dependability of on time arrival. 


THE ARROW’ 


a straight shot from East to West 


them as gateways the important cen- 
ters in Ohio and Michigan. 

In “The Arrow’s” cargo you will 
find large quantities of automobile 
parts and equipment used by the in- 


Here are three other Penn- 
sylvaniafreight trains whose 
regular on time arrivals 
have earned them distinctive 
names: 


‘*THE COMET’”’ 
Perishable—Merchandise 


Seaboard Cities to St. Louis 


‘*MAN O’ WAR’”’ 
Live Stock 
Chicago to Seaboard Cities 


‘“*THE CHAMPION’’ 
Perishable— Merchandise 
Pittsburgh to Wilkes-Barre 





dustries in this mid-west territory. 
Thus “The Arrow” performs a definite 
service to car manufacturers and con- 
tributes, in its own way, to making the 
world travel on wheels. 


This train’s arrival in Toledo is con- 
veniently arranged so as to permit 
connections being made with trains of 
other railroads leaving that Terminal 
on the evening of arrival. 


Regularity ard dependability of on 
time arrival is a distinctive character- 
istic of ‘The Arrow.” Shippers and 
receivers who use this train have found 
that it holds to its schedule consist- 
ently. This is due to the wonderful 
cooperation of the train crew, and to 
the thousands of men along the route 
who have been responsible for the fine 
records that the train sets regularly 
month after month. ; 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 
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rates within 
the district or 
between points 
within that dis- 
trict and other 
districts. 


Territory East 
of the _ Iili- 
nois<Indiana 
State Line 
A territory, 

including the 

territories of 
the New Eng- 
land Trunk 

Line, and a 

portion of the 

Central Freight 

associations is 

sometimes _ re- 
ferred to as 
the “Territory 

east of the IIli- 

nois-Indiana 

Line.” This 

state boundary 

line runs from 
the shore of 

Lake Michigan 

east of Chi- 

cago, south to 
the Wabash 

River adjacent 

to Terre Haute, 

Ind., thence 

along the Wa- 

bash to the 

Ohio River. 

This boundary 

is a consider- 

able distance 
west of the 
eastern bound- 
ary of Cen- 
tral Freight 

Association 

territory. 


Points East of 
the Western 
Termini of 
the Eastern 
Trunk Line 


This terri- 
tory is an in- 
definite one 
bounded on the 
west by the 
major trunk 
line terminals, 
including all 
of the rest of 
Official terri- 
tory. Important 
terminal cities 
are Buffalo, 
Ive dvs. Fate 
burgh, Pa., and 
Wheeling, W. 
Va. 


Trans-Missouri 
Territory 


In Western 
Trunk Line 
territory, be- 
tween the Mis- 
sissippi and 
Missouri riv- 
ers, the carri- 
ers competing 
for traffic make 
rates based on 
the rates ap- 
plicable over 
the shortest 
route from 
Hannibal to St. 
Joseph, Mo., 
the line of the 
C. B. and Q. 


ee i. 
| 
pr 


MINOR RATE TERRITORIES of THE UMTED STATES. 
Nor th wes tert 
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Mapes of Everywhere Since 1068 
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JACKSONVILLE, FLA. 3 pienso 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 


vwhere S 


Published by 
J. L. Smith Co, Philadelphia 


Maps of 


Ever 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS BUILDS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 





TERMINAL WAREHOUSES OF ST. JOSEPH, Ine. 
1857 CHICAGO 1927 ST. JOSErG, prapesiatenns 


JOS. STOCKTON TRANSFER CO. |iMetexsre 


1020 SOUTH CANAL STREET ISTINCTIVE WAREHOUSE = 
70 YEARS’ EXPERIENCE AND FORWARDING 
Teaming — Motor Trucking — Carload Distribution SERVICE 


merrempermmmmme Gry * [larke 


2 Fireproof Warehouses 
re] re frei gh 
Merchandise and Household Goods Stored ILLINOIS ‘WARCH USES SS COS Hhan ol 
ST.LOUIS 












Pool Cars Distributed — Railroad Siding. DECATUR, ILLINOIS a! 1CAGO or St -~ 


MUSKOGEE TRANSFER & STORAGE CO. DISTRIBUTION 4~° WAREHOUSING 


LOS ANGELES and SAN FRANCISCO 





YOUR SPOT STOCK 


CALIFORNIA 
Modern Fireproof Warehouse Space in OMAHA 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage WILL BE HANDLED 
Insurance rate as low as 16.2c IN OUR 


Storage — Forwarding — Distribution — Cartage 


FIREPROOF 
WAREHOUSE 


7” With Care, Speed 
and Courtesy 


MEMBER A. W. A. 


MERCANTILE STORAGE & WAREHOUSE CO. 
UTICA, N.Y. 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 
731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


HOTEL COSMOPOLITAN 
DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 

















In the Heart of New York State 


Broad Street Warehouse Corp. 


700 Broad Street 


Utica is the Most Natural and Practical Point 


for Warehousing and Distribution 
in Central New York 


Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 


The Largest and Finest Hotel in the State 


The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H. MORSE, Manager C. S. PRYOR, Ass’t Manager 





PHILADELPHIA, PA. |UNION TRANSFER CO. 


Established 1867 
meg el UP 1004-26 Spring Garden St. Phone Popular 6210 


Complete FORWARDING Service S ©. ey Se eae 
WAREHOUSING 











Dally Delivery Service in Philadelphia and to 260 Surreunding 
Towns at Lowest Minimum Delivery Charges 
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R. R. This Trans-Missouri territory includes the district be- 
tween the rivers from Davenport, Iowa, to St. Louis, Mo., on 
the Mississippi River to Omaha, Neb., and Kansas City, Mo., 
on the Missouri River. 

Texas Territories 


Within the confines of the Southwestern territory, rate 
adjustments within the state of Texas are made according to 
a plan involving the division of the state into two territories 
known as Texas Common Point and Texas Differential territories. 

Common Point territory includes the eastern portion of 
the state where the population is denser, the railroad mileage 
greater, the traffic heavier and the commercial activity greater, 
than in the western, or Differential territory. The boundary 
line dividing the two territories extends from the Oklahoma- 
Texas state line at the point where the St. Louis, San Francisco 
and Texas Railway crosses the Red River, just north of Hazel, 
Tex., to Acme; thence via an air line east of the Quannah, 
Acme and Pacific Railway, through Sagerton on the Wichita 
Valley Railway to Fluvanna, on the Rosco, Snyder and Pacific 
Railway; thence to Big Spring, on the Texas and Pacific Rail- 
way; thence east of the Sterling City extension of the Gulf, 
Colorado and Santa Fe Railway to San Angelo; thence via an 
air line through Menard on the Fort Worth and Rio Grande 
Railway, Liano on the Houston and Texas Central Railroad, and 
east of the Fredericksburg and Northern Railway and the San 
Antonio and Aransas Pass Railway via Castroville, Macdona, 
Beeville, Skidmore and Sinton to Corpus Christi on the Gulf 
of Mexico. t 

All the territory *to the east of this line is Common Point 
territory, including points on the International-Great Northern 
Railway fromi San Antonio to Devine, inclusive. This territory 
is arbitrarily extended in certain cases that will be discussed 
later in connection with rate structure of this district. 


The Trans-Mississippi Valley Territory 


The section of the country west of the Mississippi River, 
including the states of Iowa, Missouri, Arkansas, Texas, Kansas, 
Oklahoma, Nebraska, Wyoming, Montana, Idaho, Arizona, New 
Mexico, Utah, Colorado, and the eastern parts of Minnesota, 
South Dakota, and Oregon, has often been referred to as Trans- 
Mississippi Valley territory, in rate parlance. This was the 
territory from which rates between points within the territory 
and points east of the river were made by combinations of local 
rates via the Mississippi River crossings. 


Northwestern Territory 


The northwestern states—Wisconsin, North and South Da- 
kota, Montana, Idaho, Oregon, and Washington—are often re- 
ferred to as the Northwestern Traffic territory. Parts of this 
district and the Trans-Mississippi territory overlap. 


Virginia Cities 


Another territorial grouping for special rate designating 
purposes is made in the case of the cities of Virginia on or 
adjacent to the lines of the important east and west railroads. 
These cities include Norfok, Portsmouth, Petersburg, Richmond, 
Lexington, Lynchburg, Roanoke, Charlottesville, Alexandria, 
Staunton, Newport News, Fort Monroe, Suffolk, and Waynes- 
boro. 

Green Line Territory 


A historic territory, known as Green Line territory, included 
the territory south of the main line of the Norfolk and Western 
Railway from Norfolk and Portsmouth, Va., to Bristol, Tenn.; 
thence south of the northern boundary line of the state of 
Tennessee to a point where the Illinois Central Railroad crosses 
the Kentucky-Tennessee state line near Fulton, Ky.; thence east 
of the line of the Illinois Central Railroad from Fulton to Jack- 
son, Tenn.; thence east of a line via the Mobile and Ohio 
Railroad to Mobile, Ala., excluding Mobile, Ala., Aberdeen, and 
Columbus, Miss., Jackson, Tenn., and Pensacola, Fla. This 
territorial designation has seldom been used in reecnt years. 


Carolina Territory 


Carolina territory is another rate adjustment district in 
the south of importance in rate making. This territory is bounded 
on the south by a line from Wilmington, N. C., via the W. C. and 
A. division of the Atlantic Coast Line, to Columbia, S. C.; thence 
via the Southern Railway and Blue Ridge Railroad through 
Alston, Newberry, Greenwood, Abbeville, Belton and Seneca to 
Walhalla, S. C.; thence via an imaginary line extending north- 
west through South Carolina and north to Murphy, Tenn., to 
and including Cleveland, Tenn.; thence via the Southern Rail- 
way to Chattanooga, Tenn., but not including that point. On 
the west the line extends from Cleveland, Tenn., via the South- 
ern Railway through Athens, and Knoxville to and including 
Bristol and including points on the Southern Railway, K. and 
O. division, between Knoxville and Jellico, but not including 
Jellico. The northern boundary is a line drawn south of the 
main line of the Norfolk and Western Railway from Bristol, 
Tenn., to Norfolk, Va., not including that city, however. 
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Carolina Territory South of the Walhalla Line 


South of the southern boundary of Carolina territory, proper, 
known as the Walhalla Line, is the district known as “Carolina 
Territory south of the Walhalla Line.” This territory extends 
southward to a line drawn just north of Charleston, S. C., via 
the line of the Southern Railway through Orangeburg, S. C., 
to a point just north of Augusta, Ga.; thence north of the line 
of the Georgia Railroad from Augusta to but not including 
Atlanta, Ga. Athens, Ga., is also included. The western bound- 
ary is an indefinite line southward from, but not including Mur. 
phy, Tenn., to, but excluding Atlanta, Ga. This district is 
sometimes spoken of as a part of Atlanta sub-territory. 


Montgomery Sub-Territory 


A subdivision is made by separating from the Southeastern 


territory, defined previously, the section west and south of and 
including the line of the Louisville and Nashville Railway from 
Decatur, Ala., to Birmingham, thence via the Central of Georgia 
Railway to Columbus, Ga., thence via the east banks of the 
Chattahoochee and Apalachicola rivers to the Gulf of Mexico 
at Apalachicola, Fla. The extreme northern boundary is the 
line of the Southern Railway from Decatur, Ala., to Corinth, 
Miss., and the western boundary the eastern boundary line of 
the Southeastern Mississippi Valley territory. . 


Atlanta Sub-Territory 


The remainder of the Southern territory, after Montgomery 
sub-territory has been removed, is the Atlanta sub-territory, 
This district is north and east of Montgomery sub-territory and 
part of the territory is known as Carolina territory south of the 
Walhalla Line, as described above. 


Mississippi Valley Territory 


In Southern Freight Traffic Association territory, a portion of 
the district is referred to as Mississippi Valley territory. This 
district includes the territory bounded on the north by the Ohio 
River from Cairo, Ill., to Paducah, Ky., excluding Cairo and 
points on the Ohio River; on the west by the east bank of the 
Mississippi River south of Caro, IIll., including Helena, Ark., and 
Vidalia, La.; on the west bank of the river; on the south by 
the Gulf of Mexico; and on the east by a line from but not 
including Paducah, Ky., via the Memphis and Paducah division 
of the Nashville, Chattanooga and St. Louis Railway to Paris, 
Tenn.; thence via the Louisville and Nashville Railroad through 
McKenzie to Milan, Tenn.; thence via the Illinois Central to 
Jackson, Tenn.; thence via the Mobile and Ohio through Me- 
ridian, Miss., to Mobile, Ala., including Aberdeen and Columbus, 
Miss. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on September 15 totaled 
141,911, or 6.2 per cent of the number on line, according to re- 
ports filed by the carriers with the car service division of the 
American Railway Association. This was an increase of 873 
cars above the number reported on September 1, at which time 
there were 141,038, or 6.2 per cent. It was, however, a decrease 
of 18,586 cars compared with the same date last year. Freight 
cars in need of heavy repair on September 15 totaled 102,670, or 
4.5 per cent, an increase of 844 compared with September 1, 
while freight cars in need of light repair totaled 39,241, or 1.7 
per cent, an increase of 29 compared with September 1. 


Class I railroads on September 15 had 8,963 locomotives in 
need of repair, or 14.7 per cent of the number on line. This 
was an increase of 461 compared with the number in need of 
repair on September 1, at which time there were 8,502, or 13.9 
per cent. Of the total number of locomotives in need of repair 
on September 15, 4,749, or 7.8 per cent, were in need of classified 
repairs, an increase of 157 compared with September 1, while 
4,214, or 6.9 per cent, were in need of running repairs, an in- 
crease of 304 compared with the number in need of such repairs 
on September 1. ‘Serviceable locomotives in storage on Sep- 
tember 15 totaled 6,031, compared with 6,251 on September 1. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended October 1 totaled 30,802 cars, as compared with 30,950 
cars (revised) the preceding week, and 30,159 cars in the cor- 
responding period of 1926, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. Shipments 
were reported as follows: 


Apples, 4,225 cars; imports, 1 car; cauliflower, 131 cars; cabbage, 
1,073 cars; cantaloupes, 137 cars; celery, 341 cars; cucumbers, 65 cars; 
Grapefruit ‘(new crop), 128 cars; old crop, 2 cars; imports, 203 cars; 
green peas, 41 cars; grapes, 9,069 cars; lemons, 110 cars; lettuce, 968 
cars; miscellaneous melons, 269 cars; mixed citrus fruit, 17 cars; 
mixed deciduous fruit, 132 cars; mixed vegetables, 648 cars; onions, 
1,137 cars; oranges, 708 cars; imports, 10 cars; peaches, 263 cars; pears, 
1,028 cars;, peppers, 105 cars; plums and prunes, 378 cars; spinach, 34 
cars; string beans, 78 cars; sweet potatoes, 1,007 cars; tomatoes, 1,13 
cars; watermelons, 46 cars; potatoes, 7,525 cars; imports, 1 car. 


October 




















astern 
of and 
r from 
eorgia 
of the 
Mexico 
is the 
orinth, 
ine of 


omery 
ritory, 
ry and 
of the 


tion of 

This 
> Ohio 
Oo and 
of the 
t., and 
ith by 
1t not 
vision 
Paris, 
rough 
ral to 
h Me- 
imbus, 


otaled 
to re- 
of the 
yf 873 
| time 
srease 
reight 
70, or 
ber 1, 
or 1.7 


yes in 
This 
ed of 
r 13.9 
repair 
sified 
while 
un in- 
pairs 

Sep- 
per 1. 


October 8, 1927 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 





DENVER, COLORADO 





FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
| car shipments. Insurance rate 15c. Negotiable Warchouse 


Receipts Issued. The Weicker Transfer & Storage Company 


local and 




































A TEST OF YOUR 
TRAFFIC ABILITY 
















CLASS RATES 


FROM 
NEW YORK BOSTON 
PHILADELPHIA BUFFALO 
BALTIMORE CHICAGO 
PITTSBURGH ST. LOUIS 
ROCHESTER MILWAUKEE 
SYRACUSE DETROIT 
CLEVELAND CINCINNATI 

TO 


Ten Thousand Destinations 
in the East and South are 
conveniently shown in 


HARTMAN’S EASTERN 


FREIGHT RATES 


SEE PAGE 789 


THE TRAFFIC WORLD 


PANAMA MAIL S.S. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco 









From Los Angeles 


S. S. VENEZUELA........... October 8 October 10 
S.S. ECUADOR. ...ccccccc..es October 29 October 31 
S. 3. CORMNIBEA .oc00s cece. November 26 November 28 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 






OFFICES 
350 Marquette Bldg., Chicago, IIl. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 648 8S. Spring St., Los Angeles, Cal. 
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It's the Di tr Hotels 


The Carling—Jacksonville, Fla. 
300 rooms—300 baths 
The Redmont— Ala. 
250 rooms—250 baths 
The 


Birmingham, Ala. 
425 rooms—425 baths 
The Andrew Jackson—Nashville, Tenn. 
400 rooms—400 baths 


The Ansliey—Atilanta, Ga. 
450 rooms—450 baths 
The Piedmont—Atianta, Ga. 
400 rooms—75 sample rooms 
Reasonable rates--Best of service 


Dispensers of 
True Southern Hospitality 


Dinkler Hotels Co.. Inc. 


Carling L. Dinkler, Pres. 






On the main high- 
ways of the South- 
east. Each hotel a 
convention hea 

quarters with ample 
facilities for any 
meetings. Road 
maps. garage and 
every other conven: 
ience for the 
tourist. Truly the 
best sccommoda- 
tions in the south. 





COUPON 


W. J. HARTMAN 
Publisher 
732 Federal St., Chicago 
Send on 30 days’ trial 
Hartman’s Eastern 
Freight Rates, our 
only obligation is the 
return of the issue if 
not satisfactory. 





MR. SHIPPER— 


If you are interested in Freight Rates from any one of the 
cities named we will appreciate the privilege of sending you 
our Eastern Freight Rates for a trial period of thirty days. 
This publication is something new in Freight Rate Compila- 
tion and we want the Shipping Public to inspect our work. 


Sign and return the attached coupon and a copy of the 
Best Rate Guide ever built will be laid on your desk. 


W. J. HARTMAN, Publisher | SO eR 
732 Federal Street, CHICAGO, U.S.A. 
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OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Full cargo movements have been unusually dull the last 
week, due to late arrival of grain crops at Montreal, with the 
result that charter rates have suffered a slight decline from 
previous levels. According to present indications, business will 
continue inactive until the latter part of October, when the 
movement through Montreal will reach a peak. The dearth of 
orders in the last few days has encouraged shippers to decrease 
the figures they are offering for space. Most shipowners, how- 
ever, who are confident that demand will revive shortly, seem 
content to await offers more nearly in line with their ideas than 
to place their vessels at lower rates. 

Meanwhile, a number of experienced brokers are advising 
their clients to cover their requirements at existing rates, point- 
ing out that no important reductions are to be expected and 
that prices might rise readily if demand picks up later this 
month. 

The current level of heavy grain rates is about as follows: 
From Montreal to the United Kingdom, October loading, 3s 414d 
to 3s 6d, to Antwerp-Rotterdam 15 to 1514%4c, to Hamburg-Bremen 
16 to 16%4c, and to the Mediterranean 18% to 19c; from Mon- 
treal for November loading, to the United Kingdom 3s 6d to 
3s 714d, to Antwerp-Rotterdam i16c, to Hamburg-Bremen 17c, 
to the Mediterranean 20c; from Atlantic ports for November 
and December, 3s 3d to the United Kingdom, 15c to Hamburg- 
Bremen, 14c to Antwerp-Rotterdam, and 18c to the Mediter- 
ranean. 

John E. Cushing, Vice-president and traffic manager of the 
American-Hawaiian Line, who arrived in New York this week 
on one of his periodic trips from the Pacific coast, expressed 
optimism on the outlook for the intercoastal services. East- 
bound trade is now entering its peak season, with a satisfactory 
movement, he said. Lumber is quieter than last year. West- 
bound business is fair, he remarked. 

Concerning the prospects for the U. S. Intercoastal Con- 
ference, Mr. Cushing said the first few months have proved 
that the new regulations are practicable and generally satis- 
factory, and he is confident that the results of the first period 
for pooling of earnings, which ends in December, will be ac- 
ceptable to all lines. 

“While I do not want to make rash predictions, I believe 
that the present system is the best that could be devised and 
that it will be workable,” Mr. Cushing said. “It is still an ex- 
periment, of course, but I see no reason to doubt its success 
and expect its continuance when the existing agreement expires, 
in March.” 

Members of the conference do not fear independent com- 
petition, though the new Calmar Line is an uncertain factor, 
according to Mr. Cushing. He said that the Isthmian and 
Argonaut lines, while outside the conference, were cooperating 
with the members, and that other companies were not large 
enough to affect the stability of the conference. He expressed 
the belief that the Calmar Line would not disturb the present 
arrangement. 

“Pacific coast members seem to be entirely satisfied with 
the way the agreement is developing, and from what I have 
heard here since arriving I believe the same sentiments prevail 
in the East,” he said. 

The American Mail Line and the Dollar Steamship Line 
have cooperated in issuing a pamphlet on proper methods of 
developing commerce in the Orient. The booklet, which is 
available at offices of the two companies, points out that United 
States exports to Asia are now four and a half times greater 
than in 1910, with an increase from $168,000,000 to $674,000,000. 
U. S. imports have advanced five and a half times during the 
same period, from $213,000,000 to $1,469,000,000. 


Despite the optimistic statement of Mr. Cushing, reports 
from Pacific Coast shipping interests indicate that the coastal 
situation has reached a crisis due to uncertainty over the pol- 
icy of the Calmar Line, started by the Bethlehem Steel 
Company, and entry into the traffic of the new Dimon Line. It 
is predicted that within the next month members of the con- 
ference will face unusually keen competition for business and 
will be forced to consider revision of the present rate tariffs. 

The Calmar Line, with the substantial support of Bethle- 
hem steel shipments, is in a position to endanger the confer- 
ence agreement if it refuses to abide by the established tariffs. 
While this threat has not yet been removed, Swayne and Hoyt, 
Pacific Coast agents, say there will be no rate cutting. Members 
of the conference, however, believe this company will not only 
carry Bethlehem products at the low rate of $5 a ton, but will 
cut into the general field by offering inducements to attract 
shipments and provide its vessels with additional tonnage. 
Shippers are reported to be making capital of this situation, 
with the result that some of the conference lines report ina- 
bility to close contracts for future shipments. They hint that 
rates have been offered below the regular tariff. This is a 
move that is generally expected and understood by the confer- 
ence, but in this instance they fear the statements have some 
truth behind them. 
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It is also reported that negotiations are now under way 
between the independent steel manufacturers and certain ship. 
owners and operators that may result in the inauguration of 
additional steamship services. The independent steel com- 
panies find themselves embarrassed by the fact that both the 
U. S. Steel Corporation and the Bethlehem Company have lines 
giving them an advantage of about $2 a ton in freight rates, 
and thus permitting better competition in the Pacific coast 
markets. 

If the disadvantages of this condition were confined to steel 
shipments, conference lines might be able to ignore the com- 
petition, but they are more disturbed by the prospects that the 
outside companies will be forced to seek general merchandise 
to obtain well balanced cargoes. 

The difficulties of establishing the intercoastal conference 
on a solid basis has revived discussion of the advisability of 
government regulation of minimum as well as maximum rates. 
A new shipping bureau recently established at Washington, 
headed by former Representative James MacLaferty, will seek 
government regulation as one of its principal policies. 


COOLIDGE MARINE POLICY 


The Traffic World Washington Bureau 


Agitation for construction by the government of new pDas- 
senger and cargo vessels and in favor of the government remain- 
ing permanently in the shipping business has not caused Presi- 
dent Coolidge to change his views on merchant marine policy, 
as heretofore expressed in messages to Congress. In his mes- 
sages the President has opposed new ship construction and 
has favored getting the government out of the shipping business 
as soon as that could be done under the merchant marine act. 

It was stated at the White House late September 30 that 
the President’s views on the merchant marine had been set 
forth in his messages to Congress. Nothing had come to the 
President’s attention, it was said, that indicated that the posi- 
tion taken by him was not sound or one that he could not expect 
to support. The President was represented as feeling that there 
might be some changes in the situation that had not been 
brought to his attention that might cause him to make tem- 
porary changes in policy, but that the policy outlined in his 
messages was the one the country should pursue. 

Doubt exists as to the legal right of a railroad company 
to own and operate steamship lines in foreign commerce, ac- 
cording to information that has come to President Coolidge. 
This was revealed at the White House October 4, when it was 
said that the President had made no study of the suggestion 
of Edward N. Hurley, formerly chairman of the Shipping Board, 
that railroads be “permitted” to own trans-oceanic shipping 
lines. 

There is a difference of opinion as to whether railroads now 
have legal authority to own and operate vessels in foreign trade, 
according to the statement made on behalf of the President 
at the White House. It was said that people not charged with 
responsibility of managing the railroads held that the railroads 
now had ghat authority, while managers of railroads felt there 
was so much doubt about it that they hesitated to undertake any 
such operations. 

The President believes that the suggestion made by Mr. 
Hurley is worthy of very careful consideration and that it might 
be made the basis of operating American flag ships that would 
be highly desirable. 


SHIPPING PAPER CONFERENCE 


To make it easier for the shippers of the twenty-one Amer: 
ican republics to do business is the objective of the Pan 
American Commission on the Simplification and Standardization 
of Consular Procedure that will meet in Washington the week 
beginning October 10. No two of the republics have consular 
invoices exactly alike and an effort will be made to adopt and 
recommend a simplified standard form of consular invoice. 

At the present time, in order properly to prepare the ship- 
ping documents for each of the countries in accordance with 
its special requirements, a shipper, it is pointed out, either needs 
to be a technician in consular procedure and customs regula- 
tions of the various countries or has to look to an expert in 
those matters, either in his own employ or outside. Even then, 
it is said, there appears to be too much uncertainty and con- 
fusion in what should be a simple clerical aspect of trading. 
As a result of existing requirements as to shipping documents, 
delays and inconveniences to shippers are caused through errors 
or omissions without any intent to defraud. 

Most of the things that puzzle the shipper and lead to irreg- 
ularities or errors in the documentation of export shipments, 
the conference will be advised, arise partly from the great 
variety of phraseology in which different countries ask for essen- 
tially the same information with regard to a given aspect of a 
transaction. Lack of clear definition as to exactly what is meant 
by the various terms used on the invoices often makes it even 
ap —- for the shipper to fill out his invoice correctly, it 
s stated. 
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VIA 


WILLIAMS LINE 


2 | Ship by Water 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 10 DAYS 
Thru bills of lading issued to all other Pacific 


Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Drees Bide, Fitshargh, Pa. aw Bul Va. 


a 
And at our Branch Offices at ports of call 


NEWARK, N.J. 
STORAGE 


ATEN 













Located in the Heart of the City and in the Center of the New York Metropolitan Area 


STORAGE IN TRANSIT 
POOL CAR DISTRIBUTION 


ALL FREIGHT UNLOADED UNDER COVER 
GRINNELL DRY SYSTEM SPRINKLER THROUGHOUT 
Private Siding Connection with The Central Railroad Co. of New Jersey 
For rates and arrangements apply or write to 
F. W. STOKES, Manager 
NEWARK WAREHOUSE COMPANY, Newark, New Jersey 
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Use President 
Steamers 


to the Orient via Seattle and the great Circle 
Route. Regular sailings every other Tuesday 
to Yokohama, Kobe, Shanghai, Hong Kong 
and Manila. 


Through bills of lading to other ports. 





T. J. Kehoe, General Eastern Agent, 32 Broadway, New York 


W.G. Roche, Inc. General Agent, R. W. Bruce, General Agent, 
1714 Dime Bank Building, 110S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash., Vancouver, B. C., Victoria. B. C. 


ROCHESTER, N. Y. 


B.R.& P. WARI 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


$100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Ine., “xv!” 


Insurance rate 12 cents per 
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The principal present sources of documentary error, and the 
delays in delivery, penalties and irritations which shippers 
suffer, it is believed, are caused by considerable ambiguity 
which now exists as to the meaning on the invoices in individual 
cases of the terms “origin,” “contents, or description of goods,” 
“weight or quantity” and “value.” There is also a disturbing 
diversity of definition and requirement in these items as betweeh 
different countries. 

Pending the time when uniformity in definition of these 
items actually obtains throughout the American republics, the 
representatives of each country will be urged to undertake to 
obtain clear definitions and instructions as to the terms and the 
information required for whatever form of question that partic- 
ular country may deem desirable. 

The recommendation of the Fifth International Conference 
of American States, which met in Santiago, Chile, in 1923, that 
“the consular invoice should be in the language of the country 
of origin and also in that of the country of destination,” will be 
submitted to the meeting in Washington. As to currency the 
proposal is that “the prices or values on invoices may be de- 
clared in the currency of the country of shipment or destination, 
or in the currency in which the purchase or consignment is 
made.” In regard to “quantity units,” the proposal will be pre- 
sented to the conference that “quantities may be declared in 
the commercial units either of the country of shipment or des- 
tination,” with the provision that where the quantities are en- 
tered in the commercial units of the country of shipment, it may 
be required that the equivalents in the units of the country of 
destination, if these be different, be also indicated, parenthet- 
ically. The results of the coming conference are to be trans- 
mitted to the governments, members of the Pan American Union, 
in order that they may instruct their delegates to submit the 
conclusions reached to the Sixth Pan American Conference, 
which meets in Havana, Cuba, beginning January 19, 1928. 


HAMBURG’S PROGRESS IN SHIPPING 


A comparison of shipping traffic arriving at the four leading 
continental European ports for the first eight months of 1927 
shows that Hamburg is still making the greatest progress, re- 
ports Trade Commissioner James T. Scott, Hamburg, to the 
Department of Commerce. 

The net registered tonnage of Hamburg’s shipping traffic 
increased by nearly 13 per cent to 12,741,630 tons, an increase 
of 1,436,380 tons over the same period last year. 

Antwerp and Rotterdam traffic increased by 6 per cent and 
5 per cent, respectively, to 13,225,852 tons from 12,496,079 tons 
and to 14,241,118 from 13,558,542, respectively. 

Figures for the Nieuwe Waterweg show a decline of nearly 
8 per cent, probably due to the large shipments of coal from 
there during the English coal strike last year. Tonnage totaled 
16,976,818, compared with 18,430,995 in 1926. 


SHIP SALE PLANS 


The Shipping Board has voted to hold a _ special meet- 
ing, October 20, for the purpose of taking definite action on the 
proposed sale of five of the government-owned cargo lines. This 
matter has been under consideration for some time and, at the 
direction of the Shipping Board, the Merchant Fleet Corporation 
has completed investigation of the condition of these services. 
The lines in question are as follows: 


(1) The American-Australia Orient Line, operating a fleet of 19 
vessels, aggregating 174,616 deadweight tons, and now under the man- 
agement of Swayne & Hoyt, Inc., of San Francisco. The line serves 
Pacific ports, Australia, New Zealand and the Orient. 

(2) The American Oriental Mail Line, consisting of seven vessels 
of 66,370 deadweight tons, and operated by the Admiral Oriental Line. 
This line, with home port at Seattle, operates between ports of Puget 
Sound and the Orient. 


(3) Oregon Oriental Line, consisting of 10 vessels of 85,703 dead- 
weight tons, operated by the Columbia Pacific Shipping Company, of 


Portland, Ore. This line operates between Columbia River ports and 
the Orient. 


(4) American West African Line, consisting of 10 vessels of 82,352 
deadweight tons, operated by A. H. Bull & Company, Inc., of New 


p eer This line operates between New York and the West African 
‘oast. 


(5) America France Line, consisting of nine vessels of 78,141 dead- 
weight tons, operated by Cosmopolitan Shipping Company, Inc., of 
New York. This line covers north Atlantic ports and Bordeaux, St. 
Nazaire, Havre and Dunkirk (France). 


O’CONNOR FOR MODERN SHIPS 


The great bulk of Shipping Board tonnage, having been 
designed on the basis of pre-war standards of speed and equip- 
ment, is almost completely outclassed by the newer and faster 
ships that are being built by foreign shipping lines, according 
to an address made by Chairman O’Connor, of the Shipping 
Board, October 3, at the opening exercises of the Georgetown 
(D. C.) University Foreign Service School. 

“It is like trying to use a wheel-barrow to compete with an 
automobile,’ said Chairman O’Connor in comparing Shipping 
Board vessels with modern foreign ships, adding that general 
conditions in the United States precluded the possibility of 
private capital proceeding with new construction unless some 
type of aid were provided by the government. 
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Foreign flag merchant marines, said he, were filling up with 
motorships designed to go from 14 to 16 knots an hour, as against 
the coal-burning ships of the board designed to go from 9 to 11 
knots. He said few vessels in the board’s fleet could compare 
with the motorships of foreign lines and “unless we get some 
ships like it we are not going to be able to compete.” 

Chairman O’Connor discussed, as he saw it, the necessity for 
the operation of American flag ships to carry surplus farm 
products to foreign markets, and the benefit to the farmer from 
American-flag ship operation. He also referred to critics of the 
Shipping Board and use of the word “loss” in referring to the 
difference between cost of operation and revenues, and charged 
in effect, that the critics were solicitious for foreign shipping 
lines and not for American lines. 


COMMERCE IN AMERICAN SHIPS 


In the seven months ended with July, American ships car- 
ried 35.7 per cent, by value, of domestic exports and 34.9 per 
cent of general imports, as compared with 33.4 and 30.4 per cent, 
respectively, in the corresponding period of 1926, according to 
the monthly summary of foreign commerce issued by the De- 
partment of Commerce. In July American flag ships carried 
35.5 per cent of domestic exports and 43.8 per cent of general 
imports, as compared with 33.1 and 32.8 per cent, respectively, 
in July, 1926. 


UNITED FRUIT COMPANY SERVICE 


The United Fruit Company announces that, beginning with 
the sailing of the Saramacca from New Orleans, September 30, 
it has inaugurated a direct service from New Orleans to Puerto 
Colombia. This service will be maintained fortnightly by the 
Saramacca, Suriname and Coppename, scheduled to sail from 
New Orleans on Friday of every other week. 





PARCEL POST REGULATIONS 


Effective at once, parcel post packages addressed for de- 
livery in the Dutch West Indies, Hungary, Poland, Saar Ter- 
ritory, Trinidad and Tobago may be sealed with wax, lead seals 
or otherwise. 


C. & N. W. PROVISO YARD 


The Chicago & North Western Railway announces the 
opening, October 1, of its new sixteen-million-dollar freight ter- 
minal transfer house, and classification yards, at Proviso, Ill. 
on its main line, thirteen miles west of Chicago, IIl. 


With the tremendous growth of Chicago and its importance 
as a transportation center and railroad terminus, there came 
the necessity of greater transfer and interchange facilities, not 
only for present needs, but to take care of future growth. The 
size of the improvement can be, perhaps, better visualized, when 
it is stated that the total area is 1,250 acres, the track capacity 
26,000 cars, and 5,000 through cars can be handled each day. 

The Proviso transfer house for less-than-carload freight has 
an area under one roof of 21 acres. Its length is 1,420 feet, 
width, 720 feet, and it provides for a daily capacity of 700 cars 
of merchandise. 


There are two fully equipped repair yards, a modern icing 
plant for perishable freight, modern buildings and equipment 
of all kinds to facilitate and expedite operations. A passenger 
station has also been built adjacent to the office building for 
the convenience of patrons. 


The Proviso yard is particularly well situated to serve the 
west, north, northwest, and southwest, as departing and arriving 
trains over the Chicago & North Western move directly to des- 
tinations without necessity of passing through the congested 
areas of Chicago. In addition, direct connections are made at 
Proviso with the following belt lines: Baltimore & Ohio Chicago 
Terminal R. R., Belt Railway Company of Chicago, and Indiana 
Harbor Belt R. R. These belt lines deliver and receive freight 
at Proviso Yard under their own power, insuring continuous 
movement and expeditious handling of traffic. 


“We believe that in the new Proviso yards the Chicago & 
North Western Railway has provided the largest and one of the 
most complete switching and transfer plants in the world,” 
President Fred W. Sargent, of this company, said. “The entire 
improvement, involving an expenditure of $16,000,000, is made 
with the object of facilitating the movement of freight to and 
from Chicago and points on our system. Through it we will 
be enabled to save nearly a day in shipments from Chicago to 
several hundred cars a day that now come in and out of Chicago 
all points north and northwest and eliminate the movement of 
to the individual freight houses. We look upon it as one of the 
most important steps in the history of this company. Efficient 
and rapid operation of trains is only possible when terminal 
facilities are adequate. Trains once on main line tracks in the 
open country may be quickly moved. Congestion in terminals 
is the chief cause of slow movement of freight.” 


October 8, 
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Intercoastal Service 


TO LOS ANGELES HARBOR (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From PORT NEWARK, N. J. (New York Harbor) 
a October 8 
SUDAWSONCO ............... October 22 
SD i wicinwvccnsesvase 
GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR (Wilmington), 






From From 

Mobile New Orleans 
DUTOMPGO «0.000 ccieces Oct. 11 Oct. 15 
SUNEWARKCO ......... Nov. 2 Nov. 5 







BULAIW IO ccc scccne Nov. 19 





COASTWISE GULF SERVICE 


From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sailings every 1 10 | 


TRANSMARINE_ LINES 


Port Newark Terminal General Offices 
Telephone Mulberry 4300 5 Nassau St., New York City 


Telephone Rector 0020 
Agencies: Beaumont, Buffalo, Chicago, Los Angeles, Mobile, 
New Orleans, Pensacola, Pittsburgh, San Francisco. 









RO U TE YOUR SHIPMENTS TO, FROM OR VIA 
AND SECURE A SAVING OF TIME 


pone. 2 


WY 


ie 


Efficient Switching Service Between the Following Railroads 


Peoria and Pekin Union Railway Company 

Atchison, Topeka & Santa Fe Railway Co. 

Chicago & Alton Railroad Company 

Chicago & Northwestern Railway Co. 

Chicago, Burlington & oer —_— Co. 

Chicago and Illinois Midland 

Chicago, Rock Island & Paciae Thine Company 

Cleveland, Cincinnati, Chicago & St. Louis ur ell Company 
Illinois Central Railroad Company 

Illinois Traction System 

Minneapolis & St. Louis Railroad ha gy d 

New York, Chicago & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railro: 

Peoria Railway Terminal 

Toledo, Peoria & Western Railroad 


PEORIA AND PEKIN UNION 


Inquiries Solicited 
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TRANSMARINE. LINES | |GYLE PACIFIC LANE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 


AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 


Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 
Through Bills of Lading issued to Hawaii, Australia, 


New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 


Main Office: 424 Whitney Building, New Orleans, La. 
SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent 


209 South La Salle Street Chicago, Ill. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General a} Agente 
15 Moore Street New York, N. Y. 


PEORIA 


Of the fifteen railroad lines entering 
Peoria, the Peoria and Pekin Union Rail- 
way Company, a terminal and switching 
line, is the connecting link used in the 
interchange of all the traffic between 
Eastern and Western lines and the 
greater portion of traffic between North- 
ern and Southern lines passing through 
the Peoria gateway. 


Transfers of traffic between these 
many line-haul carriers are made within 
a few hours of the use of the facilities 
of the Peoria and Pekin Union, while a 
much longer period is required for such 
interchange of traffic through some of 
the larger and congested gateways. 
Traffic is handled with sufficient dispatch 
to avoid congestion, thus affording regu- 
lar expeditious service in the movement 
of all through traffic. 


Address E. F. Stock. Traffic Manager 


RAILWAY COMPANY 


Union Station, Peoria, Ill. 
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MEN IN TRANSPORTATION 





Shippers recently were apprehensive that the campaign for 
heavier loading was but a step in the direction of getting clas- 
sification minima increased. While the desirablity of heavier 
loading was generally recognized, whole-hearted cooperation to 
that end did not exist. The atmosphere needed to be clarified. 
Declaration by responsible spokesmen for the railroads that 
the purpose back of the heavier loading campaign was not to 
pave the way for increasing the minima was desired, W. H. 
Chandler brought the matter to a head at the Washington 
meeting of the Atlantic States Shippers’ Advisory Board. 

“It always seems to devolve upon me to put the fly in the 
ointment,” said he, in prefacing his request on behalf of ship- 
pers for a statment from the carriers. Spokesmen for the rail- 
roads satisfied the shippers that what was desired was heavier 
loading and that, as M. J. Gormley, chairman of the car serv- 
ice division of the American Railway Association, phrased it, 





W. H. CHANDLER 


there was “no hidden hand behind the wall.” A frank question 
was frankly answered. 

In the “fly in the ointment” statement, the character of 
the speaker was revealed in a few words. Mr. Chandler has 
been in the habit of making his position known, although that 
might not always be the popular or politic thing to do. Nearly 
twenty years ago, he was “fired” because he differed with his 
employer and stood by what he believed was right. Later he 
had the satisfaction of being “sustained” on the question at 
issue by the Supreme Court of the United States. It was while 
he was New England freight agent at Boston for the Atlanta, 
Birmingham & Atlantic and the Texas City Steamship Company 
that he took the stand that a shipper had the right to become 
co-insurer with a railroad in instances where rates were based 
on valuation. His superior disagreed with him and his service 
there came to an end. In the Croninger case the Supreme Court 
later upheld his contention. 


When transportation condtions were in a chaotic state in 
the first part of the railway shopmen’s strike, in July, 1922, and 
vacillation marked the attitude of the national administration 
in dealing with the situation, Mr. Chandler, as president of 
the National Industrial Traffic League, telegraphed President 
Harding protesting against the administration looking with dis- 
favor on the attitude of railway executives who declined to 
restore seniority rights to shopmen on strike if they should 
return to work. 

“Any weakness shown at this critical time will result in 
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greater difficulties being encountered in the future,” said he in 
his message to the President: “. If you will deal firmly 
with this matter, the public will support you, as it did President 
Cleveland in dealing with a similar situation. The coun- 
try looks to you to meet this issue squarely, so that those who 
are flagrantly flouting the law, interfering with interstate com- 
merce, and intimidating those who are willing to work, may 
understand that such acts are not only not to be lightly con- 
sidered, but will be severely punished.” 

Mr. Chandler served three terms—1920, 1921, 1922—as pres. 
ident of the National Industrial Traffic League—a period in 
which the transportation barometer indicated heavy weather, 
It was a time when “pussyfooters” made the situation worse, 

Beginning life in Greenville, Ala... Mr. Chandler, early in 
his youth, moved to Montgomery in the same state. After 
being educated in private schools, he became assistant book- 
keeper and shipping clerk for a mercantile firm of Montgomery. 
In 1892 he was employed in the traffic department of the Louis- 
ville & Nashville at Montgomery. He served in the traffic de- 
partment of the Central of Georgia at Savannah and was with 
the Ocean Steamship Company at Savannah and New York. 
From 1898 to 1907 he was an industrial traffic manager at New 
York, and, following that, came his experience with his carrier 
employers at Boston. He went with the transportation depart- 
ment of the Boston Chamber of Commerce in 1909 and left there 
in 1912 to become associated with the traffic bureau of the 
Merchants’ Association of New York. Later he became man- 
ager of the transportation bureau of the Boston Chamber of 
Commerce, in which position he served for ten years. In 1924 
he took up his present duties as manager of the traffic bureau 
of the Merchants’ Association of New York. From 1921 to 1924 
he was chairman of the New England Traffic League. In the 
period of federal control he was on the New England freight 
committee. He is now vice-chairman of the executive committee 
of the National Industrial Traffic League, chairman of the Ship- 
pers’ Conference of Greater New York, and general chairman of 
the committee of the National Industrial Traffic League ap- 
pointed to deal with railroad traffic executives in matters re- 
lating to the operation of rate committees, the object of the 
committee being to adjust in an amicable way differences of a 
general character affecting shippers and carriers, with a view 
to avoiding controversies going to the Commission. 

Author of the first textboook on express rates, Mr. Chandler 
has been a factor in the field of transportation education. He 
has taught transportation at Boston University and has lectured 
before the Harvard Business School. He took a prominent part 
in the general express investigation, of which Commissioner 
Franklin K. Lane had charge. After the decision in that case, 
the state commissions refused to adopt the basis of short dis- 
tance rates proposed, but accepted a modification of the plan 
suggested by Mr. Chandler.—S. H. S. 





Personal Notes 
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Walter B. Wells, formerly general agent of the Frisco, at 
Chicago, has been appointed assistant freight traffic manager, 
in charge of on-line solicitation, at St. Louis. Henry F. Sanborn, 
formerly assistant to the vice-president in charge of traffic, at 
St. Louis, succeeds Mr. Wells as general agent at Chicago. 

J. R. Bodenhamer has been appointed commercial agent, 
St. Louis Southwestern, at Pine Bluff, Ark. 

Harold L. Skeen has been appointed commercial agent, Erie, 
at San Francisco, succeeding W. R. Crow, retired. 

T. H. Young has been appointed commercial agent, C. & O., 
at Washington. 

Louis C. Ralston has been appointed commercial agent, C. & 
E. I., at Kansas City. E. J. Schmidt has been appointed general 
coal agent, succeeding G. H. Kummer, who died. 

J. S. Robertson has been appointed general agent, Trans- 
marine Lines, at Chicago. 

J. H. McCabe has been appointed assistant freight traffic 
manager, A. T. & S. F., at Chicago, succeeding C. C. Dana, pro- 
moted. R. G. Nicholson has been appointed general freight 
agent, at Chicago, succeeding Mr. McCabe. C. E. Hattel has been 
appointed assistant general freight agent, at Chicago, succeeding 
Mr. Nicholson. R. G. Merrick has been appointed assistant 
freight traffic manager, at Topeka. 

Walter S. Wheaton has been appointed general freight agent, 
Los Angeles Junction Railway. 

The American-Hawaiian Steamship Company announces the 
appointment: of P. Rochat and Company as its representative at 
Lyons, France. 

A. C. Hedlund, formerly general agent, passenger department, 
Chicago, has been appointed general agent, freight department, 
Sotithern Pacific Lines, effective October 1. Mr. Hedlund has 
served the Southern Pacific in various capacities since Septem- 
ber 7, 1903. He was first employed as office messenger, advanc- 
ing through the various clerkships to contracting freight agent, 
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chief clerk, foreign freight agent, and district passenger agent. 
March 1, 1926, he was made general agent, passenger depart- 
ment. Robert K. Smith has been appointed general agent, at 
Minneapolis, succeeding Joseph H. Desherow, promoted. 

Examiner R. N. Trezise is the first winner of the golf cham- 
pionship cup recently donated by practitioners before the Com- 
mission to be awarded to a Commission employe in an annual 
handicap tournament. He will have his name inscribed on the 
large cup, which stands in the corridor of the Commission near 
the front door. A small replica of the cup has been presented 
to the winner. More than fifty employes competed. An unofficial 
competition in the tournament was between the examiners and 
the other employes, for the first place. About a dozen of the 
non-examiners finished between Trezise and the second examiner. 
The playing was completed in a streaming rain and darkness. 

The Western Brick Company, Danville, Ill., has announced 
the removal of its traffic department from the plant at Danville 
to Chicago. Cole C. Landers is traffic manager. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Toledo will hold a “Fall Golf 
Tournament” at the Sylvania-Country Club, Sylvania, O., October 
19. Luncheon and dinner will be served and prizes will be 
awarded. 





At the fall dinner meeting of the Junior Traffic Club of 
Chicago, held October 6, in the dining room of the Traffic Club 
of Chicago, the speakers were Murray N. Billings, assistant 
traffic manager of the Illinois Steel Company, and Tom Wolfe, 
traffic manager of the National Air Transport, Inc. W. C. 
Cowling, traffic director, Ford Motor Company, Detroit, who was 
to have been one of the speakers, was unable to come. Mr. Bil- 
lings spoke of the many transportation problems demanding 
solution and the opportunity of traffic men to aid in solving 
them. Mr. Wolfe spoke interestingly of air transport, both as 
to what it was” accomplishing and its possibilities. Informal 
remarks were also made by A. E. Clift, president of the Traffic 
Club of Chicago, and Henry A. Palmer, editor and manager of 
The Traffic World. Prizes for the recent golf tournament were 
awarded and there was a musical program during the dinner. 





The following will represent the Traffic Club of Kansas City 
at the meeting of the Associated Traffic Clubs of America. at 
Richmond: R. E. Crowley, assistant traffic manager, Palm-Olive- 
Peet Brothers Company; P. J. Rose, soliciting freight agent, 
Frisco; L. E. Ayer, general agent, Grand Trunk-Canadian Na- 
tional; and A. A. Luttrell, C. & A. At a meeting at the Presi- 
dent Hotel October 4, Dr. Harvey C. Borchers, president, Thomp- 
son Optical Company, spoke on “The Basic Laws of Life.” 





William C. Fitch, freight claim agent, Southern Pacific, will 
represent the Transportation Club of San Francisco at the 
meeting of the Associated Traffic Clubs of America at Richmond. 





At a meeting of the Pacific Traffic Association at the Palace 
Hotel, San Francisco, October 4, James Ensor, superintendent, 
Transcontinental Freight Bureau, spoke on “Functions and Op- 
eration of the Transcontinental Freight Bureau.” George Culbert, 
vice-president of the association, was chairman. The meeting 
was the first to be held following a decision of the board of 
governors to hold meetings once a month in place of twice a 
month. The change was made to provide for more complete 
programs and in the hope that better attendance would result. 





E. R. Oliver, vice-president, Southern Railway, will be the 
speaker at the fifth annual dinner of the Transportation Club 
of Evansville, Hotel McCurdy, October 26. Lieutenant-Governor 
F. Harold Van Orman will be toastmaster. 





The York Traffic Club will hold a dinner-meeting at the York 
Country Club October 13. G. Lloyd Wilson, assistant professor 
of commerce and transportation, University of Pennsylvania, 
will speak on “Traffic Management as a Profession.” 





The annual meeting of the Cooperative Traffic Association of 
New York will be held October 13. Officers will be elected. 





The Traffic Club of Minneapolis will hold its fifteenth annual 
banquet at the Nicollet Hotel December 1. Samuel Mathews 
Vauclain, of Philadelphia, president, Baldwin Locomotive Works, 
will be the principal speaker. An elaborate program of enter- 
tainment will be presented. A personally conducted inspection 
of the Walker Art Galleries was made October 6. 





The Traffic Club of Atlanta held a barbecue and golf tour- 
nament at the West End Golf Club October 7. The following 
will represent the club at the meeting of the Associated Traffic 
Clubs of America at Richmond: A. J. Young, assistant traffic 
manager, International Agricultural Corporation; H. A. Man- 
ning, traffic manager, Atlanta Paper Company; L. W. Shehee, 
Clyde Steamship Company; and P. L. Graves, general agent, 
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A. B. & C. The following officers of the Pennsylvania, who will 
be in Atlanta October 12 and 13, are expected to be guests of 
the club at a dinner at the Atlanta Athletic Club October 12: 
General W. W. Atterbury, president; J. L. Eysmans, vice-presi- 
dent; H. H. Lee, treasurer; J. E. Weller, traffic manager, at 
Chicago; and Ivy Lee, publicity. 





The Worcester Traffic Association held its first meeting of 
the season at the Bancroft Hotel September 30. There was an 
attendance of about 70. A moving picture, “The Age of Speed,” 
prepared by the Norton Company, was shown. A nominating 
and an auditing committee were appointed. Officers will be 
elected at the first meeting in November. T. Raymond Higgins 
was chairman of the committee in charge of the dinner and 
President J. F. Ward, assistant traffic manager, Norton Company, 
presided. 





The Traffic Club of the Brooklyn Chamber of Commerce 
held its monthly dinner meeting at the Hotel St. George Sep- 
tember 29. A nominating committee was appointed to make a 
ticket for the election to be held in November. There was a 
program of entertainment. 





The Transportation Club of Toledo held its first monthly 
meeting of the season at its club rooms October 5. There was 
a program of entertainment. 





The Transportation Club of St. Paul held a meeting at the 
St. Paul Hotel October 4. A. A. Connel, traffic manager, Waldorf 
Paper Products Company, spoke on “The Traffic Profession.” 
There was a program of entertainment. 





The Oklahoma City Traffic Club held a meeting at the 
Skirvin Hotel October 3. There was a program of entertainment. 





The Traffic Club of Philadelphia will hold a dinner-meeting 
at the Bellevue-Stratford October 10. George W. Edmonds, 
manager, Port of Philadelphia-Ocean Traffic Bureau, will be one 
of the speakers. A moving picture, “The Seagoing Senior,” 
will be shown, through the courtesy of the Cunard Line, and 
other entertainment will be furnished by the same organization. 





The Transportation Club of Decatur will hold its eighth an- 
nual railroad banquet at the Y. M. C. A. Annex October 12. 
Frederick Landis, former senator from Indiana and writer and 
humorist, will be the principal speaker. Dancing will follow 
the banquet. Visiting members of the Mid-West Shippers’ Ad- 
visory Board, meeting at Decatur that day, will be guests. 





The Traffic and Transportation Association of Pittsburgh 
held a meeting at the Elks Club October 7. E. A. Jack, general 
traffic manager, Aluminum Company of America, spoke on “A 
Re-creation of a Traffic ‘Topsy’—Maybe.” R. M. Paisley, gen- 
eral freight and passenger agent, Pittsburgh & West Virginia, 
will address the study club of the association on “Freight Rates, 
Cc. F. A.,” at the Fulton Building, October 21. A “Hallowe’en 
Frolic and Dance” will be held at the Fort Pitt Hotel October 26. 





The Traffic Club of Kalamazoo held a meeting at the Cham- 
ber of Commerce rooms October 4. The club will be the guest 
of the Grand Rapids Transportation Club October 24, when that 
organization will hold a “Kalamazoo Night” at the Association of 
Commerce Rooms, Grand Rapids. The club’s calendar for the 
remainder of the year holds two scheduled business meetings, 
November 1 and December 6; a social meeting, designated 
“Grand Rapids Night,’ at the Columbia Hotel, November 15; 
and the annual dinner December 8. 





The Traffic Club of New Orieans held a meeting at the 
Hotel Roosevelt October 3. Col. Allison Owen, president, New 
Orleans Association of Commerce, spoke on “Flood Relief.” He 
gave first-hand information concerning conditions existing in 
the recent flood. A second ticket of nominations has been pre- 
sented by twenty-four members of the club, as follows: Presi- 
dent, W. J. Bennett, assistant freight traffic manager, United 
Fruit Company; first vice-president, J. W. Elizardi, district freight 
agent, American Sugar Refining Company; second vice-president, 
A. J. Chapman, foreign freight agent, Illinois Central; third 
vice-president, W. H. DeFrance, superintendent of docks, Board 
of Port Commissioners; secretary, W. G. Yung, city freight 
agent, Illinois Central; treasurer, B. M. Johnston, assistant traffic 
manager, Fruit Dispatch Company; directors, W. E. Ermon, 
president, Equitable Homestead Association; J. L. Hogan, gen- 
eral agent, Texas & Pacific; Carl Giessow, general manager, 
New Orleans Joint Traffic Bureau; and E. W. Owen, traffic 
manager, Louisiana Red Cypress Company. 





The Milwaukee Traffic Club has ratified the resolution per- 
taining to industrial waste adopted by the Associated Traffic 
Clubs of America at its Memphis meeting. The following dele- 
gates have been chosen to represent the club at the semi-annual 
meeting of the national organization at Richmond: J. E. Krase- 
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A NEW SERVICE 


In order to provide Shippers with the Fastest Freight 
Service in the Central States 


THE ELECTRIC RAILWAYS 


in The Central Electric Traffic Association have 
inaugurated a 


DISPATCH FREIGHT SERVICE 


Carrying Merchandise on Passenger Cars at approxi- 
mately one and one-half times the first class freight rate. 


PREFERRED ATTENTION—NO DELAYS 
—ATTRACTIVE RATES 


Regular Freight Service at Express Speed. 


Address L. E. EARLYWINE, Chairman 


Central Electric Traffic Association 
Indianapolis, Ind. 
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man, Palm-Olive Company; E. Manske, Allis-Chalmers Manu- 
facturing Company; and H. C. Stadler, C. & O. W. C. Bauer, 
traffic manager, Koehring Company, and E. L. Sponenberger, 
division freight agent, B. & O., have been appointed alternates. 


An invitation has been extended to the district managers 
of the Department of Commerce to attend the semi-annual meet- 
ing of the Associated Traffic Clubs of America October 25 and 
26, at Richmond, just prior to the annual meeting of the former 
at Washington, D. C., October 27, 28 and 29. 


The Indianapolis Traffic Club held a dinner-dance at the 
Spink Arms Hotel October 6. 


The Traffic Club of Newark held a meeting at the Chamber 
of Commerce Building October 3. J. H. Butler, general manager, 
department of public relations, American Railway Express, spoke 
on “Dependable Service.” 


The speakers and their subjects at the transportation sec- 
tion conference of the twelfth annual meeting of the Associated 
Industries of Massachusetts at the Hotel Westminster, Boston, 
October 19, will be as follows: R. C. Fulbright, Houston, chair- 
man, legislative committee, National Industrial Traffic League, 
“Railroad Consolidations with Reference to Traffic;’’ Charles A. 
Andrews, former president, Associated Industries of Massachu- 
setts, “Railroad Consolidations with Reference to Other Fac- 
tors,’ and George Hannauer, president, Boston & Maine, “New 
England’s Railroads and New England’s Industries.” P. J. Dowd, 
chairman of the transportation committee of the Associated 
Industries and manager of the Holyoke Traffic Bureau, Holyoke, 
Mass., will be in charge. 


The Traffic Club of St. Louis held a meeting at the Chamber 
of Commerce October 3, designated “Chevrolet Motor Company 
Day.” A. W. L. Gilpin, regional sales manager, Chevrolet Motor 
Company, was the principal speaker and O. E. Nonn, local sales 
Manager, was the toastmaster. On October 10, J. Elmer Ball 
will be speaker at the noon meeting at the Chamber of Commerce. 

What was said to be the largest attendance the El Paso 
Traffic Club has had at any of its meetings was present at a 
recent luncheon when Wayne E. Butterbaugh, chairman of the 
educational committee of the Associated Traffic Clubs of Amer- 
ica and member of the faculty of the school of business of the 
University of Minnesota, spoke on “Getting Ahead in Traffic.” 
J. J. Finney, chief of tariff bureau, Southern Pacific, at El Paso, 
has been elected delegate to the meeting of the Associated 
Traffic Clubs of America at Richmond. 

Prof. L. C. Sorrell, University of Chicago, will be the speaker 
at the dinner-meeting of the Transportation Club of Louisville 
October 18. 





The Traffic Club of Sioux City will hold its next meeting, 
designated “Grain Exchange Night,” at the Chamber of Com- 
merce dining rooms October 26. C. D. Sturtevant, president, 
Trans-Mississippi Grain Company, Omaha, and president, Grain 
Dealers’ National Association, will be the principal speaker. 





CHICAGO SHIPPERS’ CONFERENCE 


At a meeting of the Chicago Shippers’ Conference October 
5 a resolution was adopted recommending that members receiv- 
ing freight and not operating their own vehicles place standing 
orders with the railroad agents to deliver freight consigned to 
them to some designated teaming or trucking company. It was 
pointed out that numerous receivers of freight in Chicago had 
aready adopted that practice and that the result had been more 
prompt delivery of shipments and the speedy release of floor 
space, which otherwise might be congested and cause delay in 
the unloading of less-than-carload freight. 

The nominating committee reported the following nomina- 
tions, which will be voted on at the annual meeting November 1: 
President, H. R. Park, traffic manager, Chicago Live Stock Ex- 
change; vice-president, W. J. Womer, traffic manager, Con- 
sumers Company; secretary, A. J. Goetz, traffic manager, Rob- 
erts & Schaefer Company; treasurer, H. G. Logan, traffic man- 
ager, Morton Salt Company; directors, H. D. Pixley, traffic 
manager, Carson, Pirie, Scott & Company, and B. F. Grubbs, 
traffic manager, Chapin & Company. 


ATLANTIC STATES BOARD 


Most lines of industrial activity throughout the territory 
covered by the Atlantic States Shippers’ Advisory Board will 
equal, if not exceed, the next three months, the volume of busi- 
ness handled in the corresponding period of last year, according 
to the forecast made at the meeting of the board at Atlantic 
City, October 6, with approximately five hundred industrial and 
railroad representatives in attendance. Only a few industries 
reported that they expected a decrease. 

While there was a general slackening of business throughout 
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the summer months, it was indicated that the business expected 
to be moved in the next three months would bring the year’s 
total close to the volume of 1926, when carloadings were the 
greatest in history. 

Spokesmen for the carriers cited the improvements re. 
cently made and, with much additional new equipment about 
to be placed in service, indicated that they were prepared to 
handle a peak load without delay or congestion. 

W. J. L. Banham, of New York, general chairman of the 
board, presided. R. E. M. Cowie, president of the American 
Railway Express Company, addressed the members of ‘the board 
at luncheon. 


A summary of the various commodity reports follows: 


- Electrical machinery and appliances: Business has shown a steady 
improvement during the last three months and all indications seem 
to point to a well maintained activity for the remainder of the year, 

Roofing and roofing materials: The volume of business for the 
period of October, November, and December, 1927, is expected to be 
the same as the corresponding period of 1926. A general survey 
shows current as well as future conditions to be good. 

Warehouse and storage: The industry got off to a poor start the 
first of this year, but has shown a steady increase in tonnage 
throughout the year, and from all indications there should be an 
increase in tonnage of approximately 10 per cent in October, No- 
vember, and December over the previous three months. Business 
has been of a spotty nature, but it is now showing a steadiness that 
is very encouraging. 

Tobacco: The car requirements of shippers of manufactured to- 
bacco products for October, November, and December, will be about 
5 per cent more than for the same months in 1926. The general 
condition of the industry is good. 

Machines and machinery: Approximate volume of business (car- 
loads) for the fourth quarter of 1927, 1,200 cars. Shipments (car- 
loads) corresponding period preceding year were 1,200 cars. Business, 
in general, is good and will probably continue so for the remainder 
of this year. 

Chemicals: Fair volume of business with little change from the 
record of the corresponding quarter of 1926. 

Glass containers: The car requirements will be about 2,550 cars, 
which is about 5 per cent more than for the fourth quarter of 1926 
and about 20 per cent less than for the third quarter of 1927. The 
explanation of the drop from the volume of business done in the 
third quarter of this year is the seasonal lack of activity in certain 
lines of packing and consumption. 

Petroleum and products: Rail shipments in the fourth quarter of 
1927 will exceed the shipping for the same period of 1926 by approxi- 
mately 10 per cent, to be handled chiefly in privately owned tank- 
cars. 

Iron and steel: Depression continues, but the impression prevails 
that the volume of business in the fourth quarter will be somewhat 
greater than that of the third quarter, and is expected to be about the 
same as in the fourth quarter of 1926. 

Cement: The production so far has exceeded 1926 by 1,786,000 bar- 
rels or 5 per cent. For the entire United States, the production was 
6 per cent greater in 1927 than in 1926. 

The stocks on hand at end of Aug. were slightly in excess of 1926. 
Shipments in this board’s territory increased 8 per cent over 1926, and 
6 per cent for the entire United States. It is estimated that, for the 
last quarter, shipments from the eastern Pennsylvania-New Jersey- 
Maryland district will require 50,600 cars, from the New York district 
11,500; an increase of approximately 7 per cent over the correspond- 
ing period in 1926. , 


CRUSHED STONE, SAND AND GRAVEL 


(Estimated) Per- 
4th Quarter, centage De- 
1927, Cars Increase crease 
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Automotive parts and accessories: Shipments for the third quar- 
ter have been below normal due to falling off in the autmobile busi- 
ness. Conditions are beginning to look more favorable now and a 
substantial increase in shipments the last quarter as compared to 
the third quarter, is expected. Total number of cars required for 
last quarter by concerns reporting will be 3,750. For the same period 
last year these same concerns used 3,812 cars, indicating that ship- 
ments for this year will be approximately the same as 1926. 

Canned foods and preserves: The car requirements for shippers 
the last three months of this year will be considerably lower than 
they were a year ago. The New York pea pack this year was only 
about 60 per cent of that of 1926, and the cherry pack about 45 
per cent. Indications are that the bean pack will be somewhere from 
60-75 per cent of normal; the tomato pack approximately the same 
as last year; the berry pack was light; and the pack of apples and 
pears will be much below normal. The pack of various other canned 
goods indicates about the same percentage of reductions this year, 
as compared with last. 

Salt: New York salt shippers will require, in the months of October, 
November, and December, approximately 9,400 box cars. Of this num- 
ber, 4,900 will be required for rock salt and 4,500 for evaporated salt. 
This estimate is slightly higher than for the same period in 1926, 
but is for approximately the number of cars which were actually 
shipped in 1926. 

Clay and clay products: Reports covering the estimated car re- 
quirements for October, November, and December, as compared with 
actual car shipments in the third quarter of 1926, indicate as follows: 

Clay—No change. 

Hollow building tile—A decrease of approximately 10 per cent. 

Terra cotta—No change. 

Pulp and paper—Anticipated car requirement for fourth quarter, 
1927: October, 2,061 cars; November, 2,029 cars; December, 1,939 cars; 
total, 6,029 cars. This indicates about a 10 per cent increase over 
the same period a year ago. Pulp importers report that their requrie- 
ments are approximately the same as last year with business pros- 
pects better for the coming quarter. Paper stock shippers report 
that their requirements will be less for the fourth quarter than for 
the previous one, and that the outlook for the coming quarter is 
“fair’’ to ‘‘good.”’ 

Coal, coke and ore: The production of bituminous coal] for the last 
three months of 1927 will be, perhaps, less than average, although 
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Walter J. Riley, together with the Los Angeles Syndicate, has purchased the entire 


} (car- 


sinesn, stock and good will of the Judson Freight Forwarding Co., from Robert Summerville, 
neni former President, and David Bowes, former Vice-President. 

m the 

_—. Mr. Riley, well known in transportation and shipping circles and for the past two 
~:~. years vice-president of the Judson Freight Forwarding Co., is the new president of 
ertain the concern. 

‘ter of n . . ° . . 
Teme The Los Angeles Syndicate is composed, in part, of the following important busi- 
‘evails ness men: 

ewhat 

ut the Richard Fitzgerald, President, Los Angeles Railway. 

» bar. Arthur G. Leonard, President, Union Stock Yards & Transit Co., Chicago; 


: aa President, The Los Angeles Union Stock Yards. 
F. H. Prince, F. H. Prince & Co., Boston Bankers. 


Silas H. Strawn, President, American Bar Association; 
Chairman, Montgomery Ward & Co. 


H. E. Poronto, President, Central Manufacturing District, Los Angeles; 
Trustee, Central Manufacturing District, Chicago. 


Eugene V. R. Thayer, Director, Chase National Bank, New York. 


The Judson Freight Forwarding Company maintains fourteen major offices in large 
cities, also has representatives in the smaller cities throughout the United States and 
correspondents and connections in foreign ports and large cities throughout the world. 


Under the new management, the domestic services of the company will be greatly 
increased. 


A new less carload service is being planned which will guarantee to shippers 
delivery at destination in original car. This will eliminate transfer of shipments enroute. 


The forty. years’ experience of the Judson Freight Forwarding Co., combined with 
the business experience and credit of the Syndicate, represented by Messrs. Leonard, 
Poronto, and Strawn, together with the active operation and management under Mr. 
Riley and his force of trained men in charge of each department, promises an unrivalled 


service to shippers. 


Judson Freight Forwarding Company 


“‘Forty Years in the Business’’ 


General Offices: 140 So. Dearborn St., Chicago, IIl. 
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anthracite expected to be 10 per cent greater than the previous 
three months. 

Confectionery: 1. Approximate volume of business (carloads) 
October, November, and December, 1927, 375 cars. 2. Shipments (car- 
loads), October, November, and December, 1926, 348 cars. 

With the coming of the Christmas holidays, sweetest day, Hallow- 
e’en, and other candy holidays, business will be at a peak in the 
coming period. 

Cordage: For the final quarter of 1927 the cordage industry will re- 
quire about 1,800 cars for inward-bound raw materials and a like 
number for the movement of outward-bound finished products. *The 
total car requirements for the ensuing quarter of 1927 will closely ap- 
proximate the requirements for like period of 1926. It is estimated 
that raw materials will move in larger volume than during same 
period a year ago. 

Slate: Judging from all of the reports of shippers it is believed that 
the carriers are safe in estimating their car requirements for the 
last quarter of this year at about the same basis as last year. 

Paints, oils and varnishes: The paints, oils and varnishes industry 
will require approximately 1,776 cars for the transportation of finished 
products for the ensuing three months. The approximate percentage 
of increase over last year is about 4 per cent. 

Textiles: It is estimated by the textile committee that the car- 
loadings for October, November, and December will be as follows, 
compared with October, November and December, 1926: 


Increase Decrease Re- 
marks 


Commodity 
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Business conditions the last three months 
able. Indications, however, point to improvement in most textiles. 

Fertilizer: The car requirements are reported to be 3.8 per cent 
more than for the same period of 1926. Most reports indicate an ex- 
pectation of decided increase in business in the coming season. A 
total of 2,890 carloads is anticipated for next three months. 

Brick: Conditions are rather unsettled at the present time. A 
reduction of 10 per cent is expected. 

Brass, bronze and copper: Carloads to be shipped in the next 
a ae. 1,150. Carloads shipped during the same months, 

Lime: It is estimated that the lime industry will require approxi- 
mately the same number of cars as last year, with the possibility 
of a slight decrease. 

Gypsum: The consensus of opinion is that the shipments will be 
practically the same as the corresponding period in 1926. Railway 
service has been satisfactory. 

Lumber and forest products: Approximately 90 per cent of the 
reports indicate that inventories are normal, with 12 dealers reporting 
above normal and 33 below normal. The majority of the reports 
show business to be fair, with a fairly good outlook for the last 
quarter of the year. 

2. Receipts next 90 days compared with past 90 days. Fifty per 
cent indicates receipts for the coming quarter will be about the same 
as last quarter, with approximately 50 per cent indicating less re- 
ceipts by 5 per cent to 50 per cent. Some few reply their business 
will be more by 10 to 20 per cent. 

3. Receipts next 90 days compared with same 90 days in 1926. 
About 55 per cent of replies indicate receipts this coming quarter 
compared with last year will run less by about 25 per cent. A few 
report their receipts will be more than last year, and about 45 per 
cent report the same amount of business. 

The Philadelphia less-than-carload committee expects an increase 
of from 3 to 5 Rer cent over the corresponding period of last year, 
while the New York less-than-carload committee reported that the 
outlook is from 2 to 5 per cent better than last year. 


AUGUST RAIL EARNINGS 


The net railway operating income of the Class I railroads 
in August amounted to $118,226,507 which, for that month, was 
at the annual rate of return of 4.77 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics. In August, 1926, their net rail- 
way operating income was $132,959,651 or 5.50 per cent on their 


property investment. Continuing, the bureau, in its monthly 
statement, said: 


Property investment is the value of road and equipment as 
shown by the books of the railways, including materials, supplies 
and cash. The net railway operating income is what is left after 
the payment of operating expenses, taxes and equipment rentals 
but before interest and other fixed charges are paid. 

This compilation as to earnings in August is based on reports 
— 183 Class I railroads representing a total mileage of 238,388 

Gross operating revenues for the month of August amounted to 
$557,436,012 compared with $580,257,258 in August, 1926, or a elt 
of 3.9 per cent. Operating expenses in August totaled $393,294,245 
compared with $400,423,300 in the same month in 1926 or a decrease 
of 4 per - P 

ass railroads in August paid $35,934,315 in taxes. This 
brought the total tax bill of the Class I railroads for the first eight 
months in 1927 to $253,081,952, a decrease of $2,063,944, or eight-tenths 
of one per cent below the corresponding period in 1926. 
‘ies — * ee —s. - 2 loss in August, of which 
e e astern, two in the 
oe ee outhern and seven in the 

Class I railroads for the first eight months in 1927 had a net rail- 
way operating income amounting to $675,223,533, which was at the 
annual rate of return of 4.52 per cent on their property investment. 
leer 4 — onding = by the prcotmae year, their net 

ng income amounted to $745,528,187, ‘ 
on yd ss, investment. y et ee eee ee See 

ross operating revenues for the first eight months i 

amounted to $4,089,223,817 compared with $4,172,866,095 y ae ol yo 
corresponding period in 1926, or a decrease of two per cent. Operat- 
ing expenses for the first eight months of 1927 totaled $3,085,923, 288 
compared with $3,100,899,008 during the corresponding period the 
year before or a decrease of five-tenths of one per cent. 

Net railway operating income by districts for the first eight 
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months with the percentage of return based on property investment 
on an annual basis follows: 
I Ny 505.5 0:0. 0:0. 00. view Neevee enews $ 27,828,185 
OO ae err rrr re 126,433,647 
Cemtrel TIRRSGTH TGBIOR «0c cccccccvcwcccevees 157,234,443 
i OE OTE TEC PT 55,802,966 
OCR) FIREONE PUMP ICE..oi.ccccccccceseccsic 367,299,241 
Tetal BOUthern DIStPict........cscccvccesces 90,236,148 
Northwestern Region 56,818,615 
COMEFRIWOBtETN TIGBION 2c... cccccccccccvncecees 109,202,077 
IGMPRIUIUOMEOTT. TAHGIOR occcciccccccvcvccceccseses 51,667,452 
Total WesSterh District... occ cccicccccvcses 217,688,144 


IE IID 5500.52 o's) anv wo wrnseraddio-sop bas ernalaren $675,223,533 4.52% 

In view of the fact that railway business and earnings fluctuate 
from year to year, only the showing of results over a _ period of 
years can indicate the real trend of railway returns. The rate of 
return on property investment for the five years ending with the 
month of August, 1927, has averaged 4.60 per cent. 

Eastern District 

Complete returns show that the Class I railroads in the Eastern 
district for the first eight months in 1927 had a net railway operating 
income of $367,299,241, which was at the annual rate of return of 
5.22 per cent on their property investment. For the same period 
in 1926, their net railway operating income was $388,847,930 or 5.68 
per cent on their property investment. Gross SS, revenues of 
the Class I railroads in the Eastern district for the first eight months 
in 1927 totaled $2,071,544,911, a decrease of 1.4 per cent under the 
corresponding period the year before, while operating expenses totaled 
$1,547,562,180, a decrease of seven-tenths of one per cent under the 
same period in 1926. 

Class I railroads in the Eastern district for the month of August 
had a net railway operating income of $59,549,827 compared with 
$65,682,605 in August, 1926. 

Southern District 

Class I railroads in the Southern district for the first eight months 
in 1927 had a net railway operating income of $90,236,148, which was at 
the annual rate of return of 4.67 per cent on their property invest- 
ment. For the same period in 1926 their net railway operating income 
amounted to $105,938,308, which was at the annual rate of return of 
5.77 per cent. Gross operating revenues of the Class I railroads in 
the Southern district for the first eight months in 1927 amounted 
to $545,348,485, a decrease of 6.6 per cent under the same period the 
year before while operating expenses totaled $416,072,047, a decrease 
of 3.8 per cent. 

The net railway operating income of the Class I railroads in 
the Southern district in August amounted to $12,064,935, while in the 
same month in 1926 it was $12,962,231. 

Western District 

Class I railroads in the Western district for the first eight months 
in 1927 had a net railway operating income of $217,688,144, which 
was at the annual rate of return of 3.65 per cent on their property 
investment. For the first eight months in 1926, the railroads in 
that district had a net railway operating income of $250,741,949, which 
was at the annual rate of return of 4.28 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
Western district for the first eight months this year amounted to 
$1,472,330,421, a decrease of 1.1 per cent under the same period last 
year, while operating expenses totaled $1,122,289,061, an increase of 
1.1 per cent compared with the first eight months the year before. 

For the month of August, the net railway operating income of the 
Class I railroads in the Western district amounted to $46,611,745. 
The net railway operating income of the same roads in August, 1926, 
totaled $54,314,815. 


CLASS I RAILROADS—UNITED STATES 
Month of August 


1927 
Total operating revenues .............6- $ 557,436,012 
Total operating expenses............... 393,294,245 
EE, av aractaie ealiaa eins ee view ws ee wewrnese 35,934,315 
Net railway operating income.......... 118,226,507 
Operating ratio—per cent .............. 70.55 
Rate of return on property investment.. 


Eight Months Ended August 31 


Total operating revenues ............... $4,089,223,817 
Total operating expenses ...........-.6. 3,085,923,288 
EL, waauite hancibacaedaas en ek ee ease ceeee 253,081,952 
Net railway operating income.......... 675,223,533 
Operating ratio—per cent............... sssee 

. (7) 


Rate of return on property investment.. 
CANADIAN GRAIN RATES 
The Traffic World Washington Bureau 


Although the order of the Board of Railway Commissioners 
for Canada reducing rates on grain, effective September 12, 
seems to have created a political furor, no reaction of any 
sort has come in Washington. (See Traffic World, September 
3, p. 530.) Men have talked with Chairman Esch about the mat- 
ter with a view to discovering if anything could or would be 
done about the situation created by the heavy reductions. He 
and all others in the Commission have had to tell inquirers 
that nothing had happened here that might be regarded as an 
appendix to the move of the Canadian commission. They have 
had to add that the Commission could not do anything in the 
absence of any formal docket representations by shippers or 
carriers about rates on grain within the United States. 


Railroad traffic men have discussed the matter among them- 
selves, but their conclusion, thus far, is that they can do nothing 
about the matter. As they see the subject, the rates of the 
lines in the United States now are rock bottom rates; that they 
cannot be reduced without putting the burden on other traffic; 
and that they cannot look to the treasury of the United States 
for reimbursement in the event they make reductions intended 
to offset the rates ordered by the Canadian commissioners. 

As traffic officials of United States lines interpret the order 
reducing the export wheat rate from head-of-the-lakes to Quebec 


1926 
$ 580,257,258 
400,423,300 
36,654,444 
132,959,651 
69.01 


5.50% 


$4,172,866,095 
3,100,899,008 
255,145,896 
745,528,187 
74.31 

5.13% 
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VIRGINIA 





The Old Dominion State 


Situated midway on the Atlantic Seaboard and having one of the great harbors of the 
world—Hampton Roads—Virginia is geographically in an enviable position with respect to 
the trade and commerce of the world. 


The importance of the state in population, agriculture, industry, transportation, and 
opportunities, is briefly sketched below: 


Population: Out of a total white population of 1,617,909 in 1920, of which 
1,360,807 were born within the state, only 30,785, or less than two per cent, 
were foreign born. The population of Virginia has had a steady growth 
from native stock, which has furnished a most favorable labor supply for, 
and is largely the cause of, the rapid industrial development of the cities and 
towns. Ample labor, well trained and efficient, is available for new manu- 
facturing enterprises. 


Agriculture: Virginia has long been an important agricultural state. Last 
year the value of its farm products was estimated at $288,000,000.00. The 
value of all farm property was close to the billion dollar mark. Fruit 
growing, dairying, tobacco, trucking, and general farming with some cotton 
in the southeast portion, make up the state’s agricultural activities. Virginia 
has a splendid agricultural background to support its industrial opportunities. 


Industry: The value of Virginia’s manufactured products has increased 
more than 400 per cent in the past quarter of a century. Mines and quarries 
have shown a like increase. Individual bank deposits are ten times more 
than they were in 1900. Similar increases are shown for other items of 
economic value. The expenditure for highways, public schools, etc., have 
kept pace with the growth of the state. 


Transportation: The eight trunk line railroads of the state furnish ade- 
quate transportation to all points north, south and west, while the great 
port of Hampton Roads affords outlet for coastwise and foreign commerce. 
The CHESAPEAKE AND OHIO RAILWAY serves literally the heart of 
the state, with a double track line extending from Norfolk and Newport 
News on Hampton Roads, through Richmond to the great coal fields of 
West Virginia and on to Cincinnati, Louisville, Columbus and Chicago. 


Opportunities: With its development already far advanced, the State of 
Virginia offers exceptional opportunities for the investor and manufacturer. 
Its location, raw materials, transportation, power, labor, water, climate, 
and other essentials, are extremely favorable for production at low cost. 
As evidence of this fact, witness the rapid growth during the past three 
years of the furniture and textile industries. Labor, climate and location 
are the big factors in their successful operation. 


Your industry will be more successful in Virginia. Ask our Industrial Department for 
data so that you may analyse the situation. Address: 


Industrial Department 


The Chesapeake and Ohio Railway 
RICHMOND, VIRGINIA 
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from 34.5 cents to 18.34 cents, it is intended to divert grain now 
coming down the lakes to American ports to Quebec. A further 
understanding is that the order is intended to put Quebec and 
Montreal on an equality in respect of that traffic. The rates 
have been in effect too short a period to enable officials of the 
United States lines to make an appraisal of the probable effect 
of the reduction over a whole year. It is admitted that such 
low rates to Canadian ports will take grain that is sent direct 
from the fields to foreign markets. The big question, however, 
is as to whether heavy shipments will be hurried to Montreal 
and Quebec for immediate shipment, year in and year out, be- 
cause, as the American traffic officials are inclined to think, 
hurrying enormous quantities of Canadian grain to Canadian 
ports so as to have it moved while navigation is open, will tend 
to reduce the price to such a point as to make such transactions 
less profitable than if the grain were fed to foreign markets 
in smaller lots extended over a longer period. 

Much of the ex-lake grain about which the witnesses talked 
in the hearing in the Baltimore port differential rate case is 
Canadian grain moving over United States lines for export. In 
sending it to United States ports its owners have an opportunity, 
while the grain is in transit, to try the markets in the United 
States and abroad, while, if sent to the Canadian ports, it must 
be exported unless the price in the United States rises to such 
an extent as to make the cost of getting the grain from Mon- 
treal or Quebec to a United States market of no consequence. 

As to whether there was any politics back of the reduction, 
traffic officials of the United States lines, because of their con- 
tacts with the United States Commission, are inclined to say 
the Canadian commissioners acted on the testimony before them 
in the investigation they undertook in obedience to Order in 
Council, P. C. No. 886, dated June 5, 1925. They assume that 
that testimony covered the question whether, for the object to 
be attained by the ordering of such low rates, it would be desirable 
for the government to make good any losses the national rail- 
ways might sustain by reason of the low rates; or, that if no 
such question was involved, then that the testimony showed 
the Canadian railroads could carry grain at such loss without 
the taking of private property without just compensation. But 
in their discussions as to what they could or should do on ac- 
count of the low rates ordered on the Canadian lines, they were 
Stared in the face by the uncontradicted assertion that such 
low rates would force losses upon them which they could not 
absorb, but which they would have to try to make up by in- 
creasing rates on other commodities. 





CANADIAN RATE INQUIRY 


In the matter of some 80 individual submissions and ap- 
plications presented to the Board of Railway Commissioners for 
Canada in the general freight rate investigation, are dealt with 
separately from the submissions by the various provinces, the 
following were requested withdrawn by the parties interested, 
subsequent to their presentations: 


34123.4.2 —Dominion Foundries and Steel, Ltd., Hamilton, Ont. 
34123.7 —Salada Tea Company of Canada, Ltd., Toronto, Ont. 
34123 .9 a Western Cordage Co., Ltd., New Westminster, 


14123. 
34123. 


34123. 
34123. 
34123. 
34123. 
34123. 
34123. 
34123. 
34123. 
34123. 


.2—Guy. Tombs, Ltd., Montreal, Que. 

— River Pulp & Paper Mills, Ltd., Sault Ste. Marie, 

nt. 

—Northern Ontario Light & Power Co., Ltd., Cobalt, Ont. 
—Bird & Son, Hamilton, Ont. 

—H. J. Heinz Co., Pittsburgh, Pa. 

—Grande Prairie Board of Trade, Grande Prairie, Alta. 
—Cassidy’s Limited, Winnipeg. 

—Niagara Falls Branch, Can. Manufacturers’ Assn. 
—Schofield Paper Company, Saint John, N. B. 

—Canadian National Millers Assn., Montreal, Que. 
—South Shore Board of Trade, St. Lambert, Que. 


Submissions expressing general views and not raising spe- 
cific issues, while considered by the board, were not individually 
disposed of. They were as follows: 


34123.5 —Canadian Council of Agriculture,. Winnipeg, Man. 
34123.8.2 —Ontario Fruit Growers’ Associations, St. Catharines, Ont. 
— Peninsula Fruit Growers’ Assn., St. Catharines, 


Ont. 
- Catharines Chamber of Commerce, St. Catharines, 
n 


.2—United Farmers of Manitoba. 
—Canadian Lumbermen’s Association, Ottawa, Ont. 
—Canadian Pulp and Paper Association, Montreal, Que. 
—Board of Trade of the City of Toronto, Ont. 
-1—Cochrane Board of Trade, Cochrane, Ont. 
—Vegreville Board of Trade, Vegreville, Alta. 
—W. O. Sealey, Hamilton, Ont. 
—Fort William Board of Trade. 
Port Arthur Board of Trade. , 
—Dominion Fuel Board, Ottawa, Ont. 
—Montreal Board of Trade. 
—Tisdale, Sask., Board of Trade. 


34123. 
34123. 
34123. 
34123. 
34123. 
34123. 
34123. 
34123. 


34123. 
34123. 
34123 .72 


The following submissions raising questions of international 
rates from points in Canada to points in the United States will 
be dealt with apart from and subsequent to the disposition of 
matters coming under the head of the general freight rate in- 
vestigation: 
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34123.2.2 —Associated Shippers of New Brunswick, Hartland, N, p 
34123.8.1 —Fitzsimmons Fruit Company, Ltd., Port Arthur, Ont, 
34123.14  —Canadian Lumbermen’s Association, Ottawa, Ont. 
34123.14.1—Gillies Bros., Ltd., Braeside, Ont. . 
34123.19 —Canadian Pulp & Paper Assn., Montreal, Que. 
34123.47 —American Cyanamid Company, Niagara Falls, 


Ont. 


The same applies to submissions raising the question of 
joint rates, as follows: 


34123 .20 
34123 .50 
34123 .70 


—Board of Trade of the City of Toronto. 
—Nestle’s Food Company (Inc.), New York, N. Y. 
—John P. Stevenson & Company, Toronto. 


Rates on iron and steel commodities will also be dealt with 
separately, according to the board. 

Most of the remaining cases were acted on unfavorably, 
A digest of them and their disposition by the chief traffic officer, 
with which the board concurred, follows: 


File 34123.1—Submissions of the Saskatchewan Stock Grower;s’ 
Association, the Saskatchewan Live Stock Board, the Western Stock 
Growers’ Association, and the counsel for the provinces of Manitoba, 
Saskatchewan, and Alberta regarding rates on live stock. . . Found 
insufficient justification for reduction in rates and that a case of 
discrimination had not been made. 

File 34123.1.1—Application of the Eastern Canadian Live Stock 
Union for (1)a reduction in minimum carload weights on mixed 
ears of live stock, (2)a reduction of 25 per cent on stockers and 
feeders shipped from market to country points. . . Rules applied for 
not granted and the reduction sought found unjustifiable. 

File 34123.2—Complaint of J. Troop McClelland, Lunenburg, N. §,, 
regarding rates on potatoes from points on Prince Edward Island 
and New Brunswick to destinations in Nova Scotia. . . No reduction 
granted. 

File 34123.2.1—Smithers District Board of Trade, Smithers, B. 
C., regarding rates on potatoes. . . Complaint found not justified. 

Files 34123.3 and 34123.16—Submissions of the town of Simcoe 
and the Canadian Canners, Ltd., regarding so-called ‘‘town tariff 
class rates.’”’ . . Found the present situation should not be changed 
until there is evidence of a more widespread demand for it. 

Files 34123.3.2 and 34123.3.1—Submissions of the Northern Can- 
ning Company, New Liskeard, Ont., and the New Liskeard Board 
of Trade, regarding rates on canned goods, and of the Windsor 
Canning Company, St. Johns, Que., regarding rates on canned goods. 

Found complaint not justified; expressed the opinion that the 
earriers should be authorized to cancel commodity rates now in 
effect between other points. ; 

File 34123.3.3—Complaint of Quality. Canners, Ltd., Windsor, 
Ont., regarding alleged discrimination against the county of Essex in 
the matter of freight rates on canned fruits and vegetables to 
various Canadian consuming centers. Present adjustment found 
equitable and unjust discrimination found not to exist. ' 

File 34123.3.4—Submission of the Canadian Tobacco Growers 
Co-operative Co., Ltd., Kingsville, Ont., regarding freight rates on 
products grown by the farmers in Essex county. Dealt with 
under file 34123.3.3. 


~. 34123.4.1—Application of the Page-Hersey Tubes, Ltd., Tor- 
onto, Ont. 

1. Requesting reduction in rates on wrought iron pipe, carloads, 
from applicant’s mill at Welland, Ont., to western Canadian points. 
. . Case found insufficient to serve as basis for reduction. 

2. (a) Requesting lower export rates to Montreal than to Amer- 
ican Atlantic seaports on wrought iron pipe and pipe fittings... 
Not granted. 

(by) Rates on wrought iron pipe, carloads, from Welland to Cana- 
dian Atlantic ports, for furtherance to Newfoundland or the islands 
of St. Pierre and Miquelon. . Not clear that the applicants are 
contending for anything more than is provided by the tariff. 

3. Alleging discrimination against Welland in favor of Montreal 
in rates to various points in Quebec. . . This portion of the applica- 
tion was withdrawn. 

4. Requesting reduction in rate on wrought iron pipe and pipe 
fittings, carloads, from Welland to Hamilton. . . Will be dealt with 
independently of the general investigation. 


5. Complaint regarding minimum carload weight on wrought iron 
pipe and fittings in Canadian Freight Classification No. 17. . . 
Found the present minimum should not be changed. 

File 34123.4.3—Application of the Trussed Concrete Steel Com- 
pany of Canada, Ltd., Walkerville, Ont. 

1. Commodity rates from Walkerville to western Canadian points 
on corrugated iron, structural steel beams, steel wire mesh, steel 
lath, and wire reinforcing fabric, in carloads. Found case not 
sufficient to warrant order changing the rates. 


2. Commodity rates on steel lath, carloads, from Walkerville to 
eastern Canadian points. . . Recommended dismissal without preju- 
dice to right to renew complaint. , 

3. Commodity rates on steel wire mesh and wire reinforcing 
fabric from Walkerville to eastern Canadian points. Applicants 
were unaware of tariff situation and apparently pressed their case 
no farther when situation was explained. 

Files 34123.4.4-34123.45-34123.48-34123.53—Submissions of the Brit- 
ish Empire Steel Corporation, Ltd., Sydney, N. S. . Found that 
subsequent to the determination of coal rates and iron and steel 
rates being dealt with elsewhere, and the determination of the 
effect of the Maritime Freight Rates Act and the tariffs filed there- 
under, the applicants should, if desired, file a formal complaint. 

File 34123.6—Regina Board of Trade-Yorktown Board of Trade. 

Applications not granted. 

File 34123.8—Complaint of Associated Growers of British Co- 
lumbia, Ltd. Found general basis of existing rates should not 
be disturbed. 

File 34123.10.1—T. H. Estabrooks Company, Ltd., St. John, N. B. 
. . Rates involved tied up with the rates under suspension in Order 
of the Board No. 37572, and must be dealt with in that proceeding. 

File 34123.12—Submission of the City of Winnipeg and the 
Winnipeg Board of Trade. . . Recommended that the application be 
dismissed. 

File 34123.13.1—City of Quebec. . . Applicant requested that its 
case be dealt with outside of the general investigation. 

File 34123.14.1—Complaint of Gillies Brothers, Ltd., Braeside, 
Ont. . . So far as the issues raised involve rates from Canadian 
points to points in the United States, they will be dealt with out- 
side of the general investigation. In its other aspects, complain- 
ant’s requests not granted. 

File 34123.18—Application of the Dominion Sugar Company, Ltd., 
Chatham, Ont., for a reduction in mileage rates on sugar beets to 
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ORT ARTHUR is a new 

city—a progressive city 
affording every opportunity 
for industry and_ individuals 
seeking steady, profitable em- 
ployment. 


An examination of its in- 
crease in commercial and in- 
dustrial activities together with 
its potentialities as one of the 
greatest of American sea ports 
very clearly indicates PORT 
ARTHUR’S importance. 
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Port Arthur ‘ ‘« ©! Refning 


Center of the 
world with total capacity of 9,000,000 gal- 
lons. 

—is home of two largest oil refineries in the 
world. 


—is fifth port of America. 

—shipping increased from 217,489 tons in 
1900 to more than 14,000,000 in 1926. 

—is located on intra-coastal canal, fifteen 
miles from the Gulf, with thirty-two feet of 
water to the sea. 

—banks have resources of more than 
$12,000,000. 

—Greater Industrial District has population 
of 62,000 with 16,500 industrial employees 
and annual payroll of $30,000,000. 


For further information about PORT 
ARTHUR, address the Chamber of Com- ] 
merce and Shipping, Port Arthur, Texas 
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"TEXARKANA and FT. SMITH RY.CO. 


Kansas City Southern Railway 





T. & F. S. (K. C. S.) STATION, PORT ARTHUR, TEXAS 
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Chatham and Wallaceburg, Ont. . 
tion be dismissed. 

File 34123.19.1—Submissions of the Canada Paper Company, Ltd., 
and others, regarding rates on paper and paper products. . . Rec- 
ord found not sufficient to enable the forming of conclusive opinion 
as to the necessity for a readjustment. 

File 34123.25—Atlantic Sugar Refineries, Ltd., Montreal. British 
Columbia Sugar Refining Company, Vancouver. Dominion Sugar 
Company, Ltd., Chatham, Ont. . . Found no changes should be made 
at present. s 

File 34123.26—Submission of Canadian Retail Coal Association, 
Brantford, Ont., regarding rates on coal and coke -from Niagara 

_ Frontier. . . Application not granted. 

File 34123.28.1—Eastern Canadian Preserved Foods Traffic <As- 
sociation regarding rates on canned goods, carloads, from eastern 
Canadian points to stations in the Prairie Provinces. . . Application 
not granted. 

File 34123.28.2—Submission of Eastern Canadian Preserved Foods 
Traffic Association and Canadian Canners, Limited, with regard to 
export rates on canned goods from Ontario points to Canadian 
— ports. Found no changes in conditions to warrant a 
chan 


. Recommended that the applica- 


e. 

ile 34123.29—Submissions of the Quebec Board of Trade. P 
Found the record insufficient to warrant the issuance of order mak- 
ing any changes. 

File 34123.30—Moose Jaw Board of Trade. . . Some of the ques- 
tions raised were dealt with elsewhere. Grounds for any new order 
not found. 

File 34123.32—Submissions of Estevan Board of Trade; Brandon 
Board of Trade and Civics, and counsel for province of Saskatche- 
wan, regarding rates on lignite coal from the Souris Valley Field in 
southern Saskatchewan. . . Found that question should, if necessary, 
be dealt with outside of the general investigation, in connection 
with the whole matter of rates on coal. 

File 34123.33—Lethbridge Breweries, Ltd., Lethbridge, Alta. 
Was disposed of in Order No. 36911. 

File 34123.34—Chamber of Commerce of Joliette, Que. . . Ap- 
plication denied. 

File 34123.37—Application of Central Creameries, Ltd., Calgara, 
Alta., for reduction in rate on butter, carloads, from Calgara to 
Vancouver. . . Application not granted, 

File 34123.37.1—Submission of National Dairy Council of Canada 
for reduction in rates on butter and cheese. . . Complaint denied. 

File 34123.38—Complaints of the Essex County Corn Improvement 
Association, the Essex County Development Association, the Essex 
County Live Stock Improvement Association, Harrow Farmers’ Co- 
operative Association, Township of Colchester South, Essex Board 
of Trade and Cottam Board of Commerce alleging discrimination 
in rates on products of Essex county. . . On hearing it was stated 
that interest was directed only to issues covered in file 34123.3.3. 

File 34123.39—Prince Albert Board of Trade. Issues covered 
in submissions of other boards of trade. 

File 34123.42—Submission of Dominion Textile Company, Ltd., 
Montreal, regarding rates on cotton piece goods. . . Not granted. 

File 34123.55—Canadian National Millers’ Association, Montreal. 
ial Deal with grain rates, which are not being considered at this 

me. 

File 34123.57—Application of Weyburn Bottling Works, Sask., and 
others for reduction in rates on returned empty containers used in 
transportation of non-intoxicating beverages. . . Not granted. 

File 34123.58—New Westminster Board of Trade. . . Most of the 
issues will be disposed of in the case of the province of British 
Columbia. 

File 34123.60—Kamloops Board of Trade. 
sufficient to warrant order reducing the rates. 

File 34123.65—Canadian National Millers’ Association, Montreal. 
. . Disposed of in Order No. 38264. 

File 34123.66—Application of the Alberta ‘Wholesale Imperial 
Implement Association, Calgara, for a commodity rate on binder 
twine to Vancouver; and that arrangements be made by the railway 
companies to permit a stop-over privilege on through cars of farm 
machinery shipped to small towns. Recommended the applica- 
tion be dismissed. 

File 34123.68—Board of Trade of Prince Rupert, B. C. . 
plaint denied. 


COST OF TRANSPORTING COAL 


In response to Order in Council P. C. 225, directing the 
Board of Railway Commissioners for Canada to make an inves- 
tigation as to the cost of transporting coal from producing 
points in western Canada to consuming points in Ontario, two 
of the three members of the board who did the work were in 
agreement in their report and the third member brought for- 
ward individual findings. The order asked for findings as to 
the cost of transportation in full capacity trainloads at a time 
when the rolling stock of the carriers was not mobilzed for 
the transportation of the grain crop, and asked that the out-of- 
pocket cost be shown, the out-of-pocket cost plus the coal traffic’s 
share of overhead cost, and the latter figure plus the element of 
profit. 

At the hearing held by the board, representations were 
made by the Canadian National, the Canadian Pacific, and the 
provinces of Ontario and Alberta. 

Chief Commissioner McKeown and Assistant Chief Commis- 
sioner McLean concurred in finding the out-of-pocket cost as 
$7.22 a ton, the inclusive cost as $10.07 a ton, and the inclusive 
cost, plus the element of profit, as $12.20 a ton. In commenting 
on their findings they said: 

In reporting on the question of cost, it must be noted that 
it is impossible to get at the exact cost of a particular movement 
in railway traffic. All that can be done is to approximate cost; 
and, as emphasized by the experts in connection with the present 
investigation, the element of opinion is very important. 

Commissioner Oliver, the other member of the board as- 
signed to the case, found the out-of-pocket cost as $6.50 a ton. 
He said he was unable to draw definite conclusions from the 
evidence submitted as to the other two figures. His finding as 
to the out-of-pocket cost was close to that as shown by G. W. 
Oliver, who was the witness for the provinces. 


Record not found 


- Com- 
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Mr. Oliver’s finding of the out-of-pocket cost was $6.08 ang 
that of E. P. Mallory, director of the bureau of statistics fo, 
the Canadian National, was $7.52, “including 26 cents per top 
wage increase.” The dispute between the two, according to 
the report, arose from the differences of their costs assigned 
to maintenance of way and structures and maintenance of equip. 
ment, which Mr. Oliver found to be $2.74, as against $4.09 as. 
signed to those heads by Mr. Mallory. 


MORE WATERWAY MONEY 
The Trafic World Washington Bureay 


A plea for an increase in the capitalization of the Inland 
Waterways Corporation, the government’s barge line agency, 
from five million dollars to fifty million dollars was made Octo. 
ber 7 by a committee representing users of the Mississippj 
barge lines before Secretary of War Davis, Major General Ash- 
burn, and the advisory board of the corporation. Whether or 
not additional money is to be made available for the barge 
services is, of course, up to Congress. Additional money is 
required for investment in the service in order fhat the facilities 
on the Mississippi may be increased to handle increased volume 
of traffic, according to the shippers’ committee. Members of 
the committee called on President Coolidge before the meeting 
with the Secretary of War. 

While he is sympathetic with efforts being made to develop 
inland waterway transportation, President Coolidge does not 
look with favor on steps that would put the government per. 
manently in the transportation business on the inland water- 
ways, it was said at the White House after the committee seek- 
ing additional money for the barge line had called on him. It 
was said the President understood that the barge line opera- 
tions were merely for demonstration purposes. He believes 
private capital should be encouraged to take over such opera- 
tions, rather than that the government should go deeper into 
the business. 


COOLIDGE ON WATERWAYS 


Speaking on Mississippi River flood relief before the Ameri- 
can Red Cross on the night of October 3, President Coolidge 
said that “we propose to solve the problem of flood control so 
such a situation may never again have to be met,” and that “in 
the solution we shall advance our system of inland waterways.” 

The following day it was stated at the White House that 
the President’s reference to inland waterways was more or less 
casual and that what he had in mind was that the work that 
would be done on the Mississippi to prevent floods in the future 
would result in improving the river for navigation. It was not 
the President’s idea, it was said, that navigation improvement 
work would be tied up with the flood prevention measures that 
were to be undertaken. As a matter of fact, it was said, an 
additional $10,000,000 was obtained from the last Congress to 
speed up work on the Mississippi. Comment also was made 
to the effect that the Ohio River system work was nearing 
completion. 

President Coolidge, in his address before the American Red 
Cross, commended the railroads for services given by them in 
flood relief activities. 

“The railroads in the affected area responded superbly,” 
said he. “They provided thousands of box cars for shelter, gave 
free transportation for workers and materials—all at an ap- 
proximate cost of $3,000,000.” 


RECAPTURE ORDER POSTPONED 


The Commission, October 7, postponed the effective date of 
its order in the O’Fallon recapture case from November 15 
to December 10, at the suggestion of O. E. Sweet, one of its 
attorneys in the argument in that case, which was begun at 
Kansas City two days before. Mr. Sweet advised the Commis- 
sion at the same time that the court had sustained the Com- 
mission’s objection to the carrier motion to hear the case de- 
novo. The Commission objected on the ground that Congress 
had provided for a hearing before it; that that hearing had been 
had, and that, thereafter, the court could not try the case as 
if it were a new one that was a preliminary motion not going 
directly to the merits of the matter, though if granted it would 
have resulted in a long delay of the arguments on the merits 
of the case. 


THOM CALLS ON COOLIDGE 
Alfred P. Thom, general counsel of the Association of Rail- 


way Executives, discussed proposed railroad consolidation legis- 


lation with President Coolidge October 1. The President is 
expected to renew recommendations for enactment of legislation 
along the lines of that contained in the Parker-Fess bills in his 
annual message to Congress. After his call on the President, 
Mr. Thom said he hoped for action by Congress on such legis- 
lation at the coming session. 
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Terminal Railroad Association 
OF ST. LOUIS 


‘The Terminal of Capacity and Expedition’”’ 








PLAT OF 
ST. LOUIS and VICINITY 
Showing RAILWAY SYSTEM of the 
Terminal R. R. Assoc. of St. Louis, 


seas L#-> 3 
SEPTEMBER, 1987. 


ROUTE YOUR FREIGHT VIA ST. LOUIS AND SPECIFY 
°T.R. R.A.” IN YOUR BILLS OF LADING 


Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis 
Industrial Switching SERVICE of the most excellent character 
Industrial Switching RATES the lowest to be found in any large city 

Prompt information supplied as to movement when requested 

Three belt lines in the St. Louis District and three in the East St. Louis District provide 

amply for industrial expansion 
Large areas of moderately priced property, conveniently located for industrial development 
are available along these belt lines 


Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 
may be obtained by addressing 


EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront = dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law, 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may cages to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. : 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Storage—Express Shipments 
Connecticut.—Question: A shipment was made via American 
Express Company on February 17 to a consignee in Brooklyn, 


N. Y., by the “Day” Company of Bridgeport, Conn. We sent the 
consignee the invoice for the goods and a statement on the 
first of each succeeding month, but heard nothing from him 
and had no knowledge of the goods until he returned our Sep- 
tember 1 statement with a note written on it that at the time 
of delivery he had refused the shipment. He wrote this note 
on September 7. 
wrote the express company September 10, requesting return of 
the refused package. 

The express company replied September 20 and it developed 
that the package must have been damaged in transit by the 
express company, so that the name of the consignor was ob- 
literated. Therefore, three notices were sent at intervals of 
about two months to the “Jay’ Company, Bridgeport, and, of 
course, we did not receive any of them. 

Storage charges have accumulated to a considerable amount, 
and the question is, have we been properly notified and are 
we liable for charges? 

Answer: With respect to this question, see rules 7 and 8 
of Official Express Classification No. 30, George S. Lee’s I. C. C. 
No. 3280. 

It is not apparent whether the provisions of rule 7 (b) were 
applicable to the shipment. If not, and, as we understand, the 
name of the consignor was on the package, in accordance with 
the provisions of paragraph (d) of rule 8, no storage charges 
may be assessed against you, as shipper, between the date on 
which notice should have been sent or given, and the date on 
which it was actually sent or given. 


Reparation—Failure of Carrier to Comply with Commission’s 
Order 


Kansas.—Question: The Interstate Commerce Commission 
issued an order commanding the defendant carriers to publish 
certain rates. The carriers published the tariff with a notation 
that the rates therein were published to comply with the above 
mentioned order, but the rates published were higher than those 
ordered. Complaint was not filed on some of the shipments 
until after the two year period had expired. Was this tariff 
lawfully on file with the Commission, as provided in section 
16 of the act, which would prohibit claimant filing a complaint 
for overcharge? 

Answer: With respect to this question, see the Commis- 
sion’s opinion in Nashville Traffic Bureau vs. L. & N. R. R. Co., 
53 I. C. C. 37; Josey-Miller Company vs. Brimstone Railroad 
and Canal Co., 91 I. C. C. 213; and Lay Fish Company vs. Director- 
General, 80 I. C. C. 4. See also M. & O. R. Co. vs. Southern Saw 
Mill Co., 251 S. W. 434. 

It seems apparent from the above cases that the assessment 
of charges in accordance with the rates published in purported 
compliance with the Commission’s order in the instance cited, 
did not result in the exaction of an overcharge, as that term 
is defined in Lay Fish Co. vs. D. G., 80 I. C. C. 4, on page 5, 
in that no amount in excess of the legally applicable rate was 
charged. Therefore, the difference between the rates published 
by the carriers and the rates ordered published by the Commis- 
sion must be obtained through an order of reparation by the 
Commission, upon complaint filed with the Commission, which 
complaint, in our opinion, must be filed within the statutory 
period of two years. 


Conversion—Liability of Party to Whom Shipment Is Delivered 
by Carrier 

Ohio.—Question: In this city there are located two plants 

and both of us buy our car lining paper from the same source. 

We have a contract with the paper house for six cars per year 

at a price of $1.90 per roll. One day the local railroad placed 


a car at our plant, which was unloaded, and the following day 
after receiving the receiving memo we could not reconcile the 
car that was unloaded with the invoice, and upon taking it 
up with the railroad they advised us the following day that the 
car we unloaded should have gone to the other plant and that 
The paper they 

The car they 


the car they unloaded should have gone to us. 
ordered was priced 10 cents higher than our. 
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We received it in the mail the next day and 
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received was delivered in the morning and ours in the afternoon. 
The agent went to their plant and found that they had started 
using the paper which belonged to us and our plant was also 
using the paper. Our order called for 36-inch and 18-inch rolls 
and their order was all for 36-inch rolls. 

Now that company comes along with a claim against the 
railroad for the difference in price of the paper and the railroad 
comes on to us in turn. We had to split these 36-inch rolls, which 
necessitated considerable expense. 

Kindly advise us who really is at fault and if we are obliged 
to pay this claim. 

Answer: It is well established by numerous authorities that 
it constitutes a conversion to receive property from one who 
has no right to part with or dispose of it, and thereafter to use, 
sell, or exercise dominion over it, whether with knowledge of 
the owner’s rights with respect to such property or in good 
faith without any notice whatever of the rights of the owner, 

There were two conversions of this car of paper. The first 
was by the railroad when it delivered the car to the industry; 
the second was when the industry took the paper and appro. 
priated it to its own use. The measure of damages for con. 
version of goods is the value thereof at the time and place of 
conversion. The railroad was liable for conversion, even though 
it received no benefit therefrom; the industry was liable for 
taking and using the paper. It is no defense to the industry 
to say that it did not know it was using paper belonging to 
someone else. Its duty is to know that it is using only the 
paper belonging to it. 

It constitutes a conversion to receive property from one 
who has no right to part with or dispose of it, and therefore 
to use, sell, or exercise dominion over it, whether with know. 
edge of the owner’s rights with respect to such property, or in 
good faith without any notice whatever of the rights of the 
owner. 38 Cyc. 2024. U.S. Naval Stores Co. vs. United States, 
240 U. S. 284; Ward vs. Carey, 166 N. W. 952—a Michigan case; 
Spencer vs. Spencer Dowler Co., 100 S. E. 651; Page vs. Clark, 
165 N. Y. S. 1058; Clark vs. Whitteus, 171 Pac. 746; 195 N. Y.S. 
848; 267 S. W. 777; 245 Pac. 734. 

In*the Naval Stores Co. case the court said: ‘Defendant 
cannot take a benefit from one who had no right to give it, 
bina oy at the same time assuming responsibility for that which 
he did.” 

It is just like innocently purchasing or otherwise receiving 
property from one who has stolen it. The purchaser or taker 
must either pay the rightful owner for it or return it to him. 
In 202 Fed. 491 the court said: “Defendant was an innocent 
purchaser from a wilful trespasser” and held defendant liable. 
In the Michigan case, Ward vs. Carey, decided by the Michigan 
Supreme Court, the defendant had purchased an automobile 
from one he supposed was the owner, but he was obliged to 
also pay the rightful owner, the court saying: 


The mere fact that defendant in conversion in good faith believed 
that the party of whom he purchased the automobile was the rightful 
owner cannot defeat recovery by the true owner. 


These cases show clearly that the fact that the railroad com- 
pany delivered the paper to the industry does not excuse the 
industry from being liable for the full value of the paper it 
wrongfully, though perhaps innocently, took and used. Had 
the owner of this paper so desired, he could have compelled the 
industry to pay the full value thereof. The owner elected, 
however, to hold the carrier instead, and compel it to pay the 
full amount, for twice was the owner deprived of his car of 
paper, first by the railroad, then by the industry. 

State vs. Interstate Traffic 

Missouri.—Question: We wish to inquire whether a ship- 
ment as described in the following paragraph is considered an 
interstate or intrastate movement: 

Shipment originating at a point on the N. & W. Ry. in Vir- 
ginia, destined to a point on the N. Y. P. & N. in Virginia, north 
of Cape Charles, Va., moving via Norfolk, Va., across the bay to 
Cape Charles, Va., in connection with the latter line. 

This question is raised in connection with the proper ap- 
plication of a combination rate based over Norfolk, Va., via 
route shipment is to move. 

The N. & W. Ry. and N. Y. P. & N. Ry. both publish intra- 
state and interstate rates to and from Norfolk, Va., which are 
at variance with each other, the intrastate rate being lower than 
the interstate rate. The question in our mind is whether or 
not the continuous movement could be considered an intrastate 
shipment, inasmuch as same leaves the state temporarily while 
moving across the bay from Norfolk, then again entering the 
state at Cape Charles, Va. 

Answer: We have endeavored to locate an opinion of the 
Commission or a decision of the courts which will definitely 
determine this question, but with the exception of two decisions 
of the courts we have been unable to locate any cases which 
have a definite bearing upon the question. The two cases to 
which we refer above are Lord vs. Steamship Company, 102 
U. S. 541, and Wilmington Transportation Co. vs. Railroad Com- 
mission of California, 236 U. S. 151. 

This case relates to the regulation of the charges for the 
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Safe Chick Boxes 





Acme Nailless Strapping may be applied and sealed in 
a jiffy (without nails) to hundreds of different kinds of 
packages. The pictures above are suggestive of a few 
of the many ways it is now used. 


Shippers of these packages have effected worth while 
savings in container costs and time of preparation. And 
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ACME NAILLESS STRAP 


—every one of them is “BOUND TO GET THERE,” 
intact, and in good condition. 


Our Package Testing Laboratory, in charge of trained 
engineers, is at the service of any shipper who would 
like to check up on his packing methods with an eye to 
economy and greater safety for his products. Take 
advantage of this offer. Write today for details. 


ACME STEEL COMPANY 


2840 ARCHER AVENUE 
CHICAGO 


Branch Offices in All Principal Cities of the United States and Canada 
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transportation of goods and passengers between San Pedro, 
Calif, on the mainland, and Avalon, on Santa Catalina Island, 
both of these places being within the county of Los Angeles in 
the state of California. 

The Supreme Court, in this case, held that the Railroad 
Commission of the state of California had, in the absence of any 
action by Congress, the power to regulate the charges for this 
transportation service. 

In Wilmington Transportation Co. vs. R. R. Commissfon of 
California the court said: 


Relying upon Lord vs. Steamship Co., 102 U. S. 541, the plaintiff 
in error contends that transportation over the high seas is ‘‘commerce 
with foreign nations” in the constitutional sense. (See Lehigh Valley 
R. R. vs. Pennsylvania, 145 U. S. 192; the Abby Dodge, 223 U. S. 166, 
176). But if it be assumed for the present purpose that the power 
of Congress extends to the subject of this controversy, the fact re- 
mains that the power has not been exercised. The provisions of the 
Federal statutes relating to vessels do not go so far, and the Inter- 
state Commerce Commission has not been authorized to prescribe 
rates for water transportation unconnected with transportation by 
railroad, 36 Stat. 539, 545. In this aspect, the question is whether 
the mere existence of the Federal power, that is, while it is dormant, 
precludes the exercise of state authority to prevent exorbitant charges 
with respect to this traffic which has its origin and destination within 
the limits of the state. 


In connection with this paragraph we also direct your atten- 
tion to the opinion of the Commission in I. and S. docket No. 
613, New York, Jersey City Ferry Rates, 37 I. C. C. 103, which 
opinion is based upon the decision of the Supreme Court of 
the United States in N. Y. C. R. Co. vs. Hudson Co., 227 U. S. 248. 

While, so far as the transportation of goods and passengers 
by a separate steamship company, as distinguished from a rail- 
road ferry service, .is concerned, it seems clear that under the 
decision of the Supreme Court of the United States in the Wil- 
mington Transportation Co., 236 U. S. 152, the state commission 
has the power to regulate the rates for such service, it is not 
so clear that where the service is a rail and water service, either 
rail and steamship or rail and railroad ferry service, that the 
decision in the Wilmington Transportation Company case, 236 
U. S. 152, can be relied upon as establishing the power of the 
state commission to regulate such traffic. In this connection, 
we direct your attention to the decision in United States vs. 
Yohn, 275 Fed. 234, in which case Judge Learned Hand, judge of 
the District Court, Southern District of New York, construes 
the decision in the Wilmington Transportation Company case, 
236 U. S. 152. This is the only case in which the latter case 
has been cited either by the courts or by the Commission. 


TRANSPORTATION AND RED CROSS 


The railroads, traffic and express field in New York will be 
intensively covered in the 1927 Red Cross Roll Call, according to 
the plan of representative leaders, who, as volunteer chairmen 
of specially organized groups are formulating a comprehensive 
roll call program. E. E. Loomis, president of the Lehigh Valley 
heads, as chairman, the railroads and traffic offices group, and 
H. K. Brooks, vice-president of the American Express Company, 
heads the express group. 

The chairmen of these groups, of which Messrs. Loomis and 
Brooks served as volunteer chairman last year, anticipate even 
more generous response this year. 


COAL PRODUCTION AND SHIPMENT 


The total production of soft coal the week ended September 
24 was estimated at 9,871,000 net tons—the highest figure of 
weekly output recorded since March—by the Bureau of Mines 
of the Department of Commerce. Compared with the output 
in the preceding week, this showed an increase of 223,000 net 
tons. Anthracite production was estimated at 1,519,000 net 
tons, a decrease of 94,000 tons as compared with the revised 
estimate for preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended September 25 totaled 905,635 net tons as com- 
pared with 894,435 tons the preceding week. Anthracite shipped 
from Lake Erie ports the week ended September 25 totaled 
66,790 net tons as compared with 39,280 tons the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended September 24 totaled 395,487 net tons, of which 
230,670 tons were for New England delivery. At Charleston, 
S. C., 2,569 tons were dumped for bunker use. 

Cars of coal forwarded over the Hudson River to eastern 
New York and New England the week ended September 17 
were reported as follows: Bituminous, 2,280; anthracite, 2,988. 


SURVEY OF CANDY DISTRIBUTION 
A national survey of candy distribution and production in 
the United States is now being made by the confectionery sec- 
tion of the Bureau of Foreign and Domestic Commerce of the 


Department of Commerce. Four thousand questionnaires have 
been sent to representative confectionery firms. Among other 
things, according to the department, the survey will cover the 
following: 


Practices in shipping confectionery will be brought out in the 
answer to the inquiry as to whether the firm patronizes rail freight, 
(a) in carload lots, or (b) in less than carload lots; water freight, 
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(a) to foreign countries, or (b) coastwise or to U. S. destinations: 
rail and water freight combined, (a) to foreign ports, or (b) to U.s 
ports; express, mail, trucks or other means of transportation. State. 
ments on methods of packing will indicate to what extent use js 
made of glass jars, tin cans or boxes, wooden pails, barrels, or other 
types of containers. The origin of raw materials such as _ sugary 
milk and milk products, chocolate coatings, chocolate liquors, cor 
syrup (glucose), cocoa beans, cocoa butter, cocoa powder, almonds, 
peanuts, walnuts, other nuts and fruits will likewise be reported. 


GALVESTON OIL TERMINAL 


The North American Car Corporation has leased from the 
Missouri, Kansas & Texas its oil terminal at Galveston, Tex, 
and, through its subsidiary, the Gulf States Terminal and Trans. 
port Company, is operating the plant in conjunction with its 
export terminal at New Orleans, built last year. Over five 
thousand carloads of oil have been handled thus far in 1927 and 
current contracts cover various commodities, including crude 
and refined petroleum for export and over five and one-half 
million gallons of import molasses. These terminals are oper. 
ated in connection with the tank-car fleet of the North American 
Car Corporation, which also has oil storage facilities at Tulsa 
and Chicago. 


RAILWAY BUSINESS ASSN. MEETING 


Wednesday, November 16, is announced as the date of the 
Railway Business Association annual meeting and dinner, morn. 
ing, afternoon, and evening, at the Commodore Hotel, New York. 
The subject of the moring forum is “Future Traffic Growth 
and Facility Requirements.” 


POULTRY SHIPPING SUGGESTIONS 


“Although live poultry are now handled and transported 
under fairly favorable conditions, some improvements are pos- 
sible which would insure more efficient marketing,” said Rob R. 
Slocum, marketing specialist of the Bureau of Agricultural Eco- 
nomics, Department of Agriculture, before the American Humane 
Association at Indianapolis, Ind., October 4. 

Mr. Slocum stated that farmers should be educated regard- 
ing the transportation of poultry to market. Greater care was 
needed to prevent overcrowding in coops, especially in warm 
weather, said he. Protection of poultry from drafts in transit 
during cold weather should be provided. Instructions should be 
issued to all employes of shippers and transportation agencies 
to handle coops of poultry less roughly and with greater care 
to see that heads are not caught when one coop is moved over 
another. 

“Empty coops,’ said he, “should be placed in the bottom 
of a truckload in hot weather for better ventilation. Care 
should be exercised in piling or stacking coops of poultry to 
insure adequate ventilation. The use of unnatural feeds for 
poultry in transit or in the markets should be prohibited. An 
inspection service on live poultry should be inaugurated at 
other markets similar to that in effect at New York City.” 


AIR MAIL SERVICE 


The Western Air Express, of Los Angeles, has obtained from 
the Post Office Department, at the low bid of 83 cents a pound, 
a contract for carrying mail by air between Cheyenne, Wyo., 
and Pueblo, Colo., via Denver and Colorado Springs. The Post- 
master-General said the successful bidder was a going concern 
as the contractor on the Los Angeles-Salt Lake City air mail 
route and was paying dividends on its stock. 

Postmaster-General New has announced that no award of 
contract will be made on the St. Louis-Memphis air mail route, 
bids for which were opened August 18, 1927. Only one bid was 
submitted in response to the invitation, this one coming from 
the Robertson Aircraft Corporation at the rate of $3 a pound. 

In explanation of the decision to make no award the Post- 
master-General said that the lone bid did not specify the use of 
planes of sufficient speed to come within the terms of the invi- 
tation which required a flying speed of at least 100 miles an 
hour. 


“In order to set up an advantageous air mail schedule be- 
tween Memphis and St. Louis,” said the department, “it is 
necessary to fly the route at a minimum speed of 100 miles an 
hour. Any slower speed would require the plane to leave Mem- 
phis too early in the day to secure very much air mail traffic. 
The same thing is true of the southbound schedule. A slower 
speed than 100 miles an hour would put the plane in Memphis too 
late for delivery of the mail the same day. No action will be 
taken at present, the Postmaster-General announced, toward the 
issuance of new bids.” 


CHANGE IN DOCKET 


Hearing in No. 19310 (and Sub. Nos. 1 to 8, incl.), W. D. 
Hall vs. A. C. L. R. R. et al., 19498, George C. Speir & Co., Inc. 
vs. M. & O. R. R. et al., No. 19618 (and Sub. 1), Malone & 
MeMillen, Inc., vs. S. A. L. Ry., No. 19757, George C. Speir & 
Co., Inc., vs. S. A. L. Ry. et al., and No. 19658, George C. Speir 
& Inc., vs. V. S. & P. Ry. et al., assigned for October 8, at 
Atlanta, Ga., before Examiner Fuller, was postponed to a date 
to be hereafter fixed. 
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Between 


DAYTON, OHIO 


and 


DETROIT, TOLEDO 
LIMA, FT. WAYNE 
CLEVELAND, COLUMBUS 


and other points in 


OHIO, INDIANA and MICHIGAN 


5000 Miles of Electric Railway Territory 


FOR THE SPEED OF EXPRESS 
AT REGULAR FREIGHT RATES 


Route your outbound shipments and 
specify on your purchase orders 


via 


“IC&E”’ Traction Freight 


THE “IC&E” TRACTION LINES 


Wm. R. Huffer, Traffic Manager 
SPRINGFIELD, OHIO 


H. O. Hull, D. F. & P. A., Dayton, Ohio 
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MIDDLESEX 
TRANSPORTATION CO. 


Operating FAST FREIGHT SERVICE Between 


NEW YORK NEW BRUNSWICK, NJ, 


Steamers Leave NEW YORK DAILY (Except Sundays) 
from PIER 16, NORTH RIVER, Foot of Barclay St., at 3 P.M. 


Telephone Barclay 8576 


@RIDGEWOOD 
N.Y. ENGLEWOODe 
PATERSON? | HACKENSACK j 


PRINCETON 


© HIGHTSTOWN 


Steamer Connections Made with and Freight Delivered to Leading 
Water Lines in New York Harbor 


Prompt and Reliable Service Guaranteed 


THE MIDDLESEX TRANSPORTATION CO. 


Also operate DAILY EXPRESS AUTO SERVICE 
Between Camden, Elizabeth, Jersey City, 
Newark, New Brunswick, Rahway, 
Trenton, Philadelphia 


And the following cities in New Jersey: 


Harrison .......N. Perth Amboy...N. J. 
Highland Park. .N. Philadelphia 
Hightstown ....N. Plainfield ...... 
Hoboken ......N. Princeton .... 
Irvington ......N. Rahway ....... 
Jersey City.....N. Raritan 
Ridgefield 


Ridgefield Park. 
Ridgewood ..... 
a Park... 


Arlington ......N. 
Bayonne ......- 
Belleville ......N. 
Bloomfield .....N. 
Bogota 

Bound Brook...N. 
Burlington .....N. 
Carteret .......N. 


Zz zz 


iin 


Montclair .....N. 
Morristown ....N. 
Metuchen .....N. 
Mt. Holly......N. 
Newark N. 

New Brunswick.N. 
North Bergen. ..N. 
Orange ........N. 
Parlin N 

Passaic ........N. 
Paterson ......N. 


TERMINALS 


East Millstone. . 
East Newark... 
East Orange.... 
Elizabeth oe 
Englewood ..... 
Fanwood ......- N. 
Garfield 
Garwood ...... 
Guttenberg ....N. 
Hackensack . 


nz vinzinins 
te 4 St St SS ft St 


uzzzzzzzzz 2 
SA StS StS fa St St Sf St at ot Sta St St at St St ot 


ZZ 


West New York. 
Woodbridge ... 
West Orange.... 
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PHILADELPHIA, PA. 
Philadelphia Local Express 
1004 Spring Garden Street 
Phone POPLAR 42706 

NEWARK, N. J. 
General Storage Warehouse Co. 
68 Commercial Street 
Phone MARKET 3384 


Phone 3509 & 3562 
NEW BRUNSWICK, N. J. 
Main Offi 


ce 
Foot Hamilton Street 
Phone 401-410 
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NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 10—Washington, D. C.—Examiner Hendon: 
Valuation No. 1053—In re tentative valuation of the property of the 
Minnesota Transfer Ry. 


October 10—Detroit, Mich.—Special Examiner Rogers: 
19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 


October 10—Washington, D. C.—Examiner Walter: 
Valuation No. 976—In re tentative valuation of the property of 
the Alabama, Tennessee & Northern Ry. 


October 11—Atlanta, Ga.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 


October 12—Washington, D. C.—Examiner Walton: 
Valuation No. 1044—In re tentative valuation of the properties of 
the Arkansas & Memphis Ry. Bridge & Terminal Co. 


October 12—Argument at Washington, D. C.: 
2 oe Slaughterers’ Traffic Assn. et al. vs. N. Y¥. C. 
. & Of OL 
oe — Sub. Nos. 1, 2 and 3)—Swift & Company et al vs. Santa 
et a 
17411 (and Sub. Nos. 1, 2 and 3)—Kennett Murray Livestock Buying 
Organization et al. vs. A. C. & Y. Ry. et al. 


October 13—Argument at Washington, D. C.: 
18183—Rates on Bituminous Coal from points in Illinois to East St. 
Louis, Ill., switching district. 
17994 (and "Sub. No. 1)—Perry Coal Company et al. vs. Alton & 
Southern et al. 
18268—St. Louis Chamber of Commerce vs. Alton & Southern et al. 
October 13—San Francisco, Calif.—Special Examiner Aitchison: 
1. & ee from Amargo, Calif., to Texas Gulf ports, for 
expor 


October 14—Argument at Washington, D. C.: 
16323 (and Sub. Nos. 1, 2 and 3)—Scott County Milling Company 
et al. vs. Butler County R. R. et al. 
16721—Central Railroad Company of New Jersey vs. New York, 
New Haven & Hartford R. R. et al. 
Oétober 15—Washington, D. C.—Examiners Marchand and Brinkley: 
Val. Dkt. No. 1008—In re tentative valuation of the property of the 
Southern Pacific Co. et al. 
Val. Dkt. No. 209—In re Arizona Eastern R. R. et al. 
Val. Dkt. No. 300—In re Arizona & New Mexico Ry. 
Val. Dkt. No. 848—In re El Paso & Southwestern R. R. et al. 
Val. Dkt. No. 850—In re El Paso & Southwestern R. R. of Texas. 
Val. Dkt. No. 852—In re El Paso & Northeastern R. R. 
Val. Dkt. No. 865—In re El Paso & Southwestern Co. et al. 
Val. Dkt. No. 905—In re Nevada-California-Oregon Ry. 
Val. Dkt. No. 931—In re Northwestern Pacific R. R. et al. 
Val. Dkt. No. 205—In re Holton Interurban Ry. Co. 
October 15—Argument at Washington, D. C.: 
= Paper Company, Inc., et al., 
et al. 


October 17—Los Angeles, Calif.—Examiners Stiles & Parker: 
17000—Rate Structure Investigation, Part 9—Live Stock-Western 
District Rates. 
Seen National Live Stock Assn. et al. vs. A. T. & S. F. 
y. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American National Live Stock Assn. et al. vs. A. T. & S. F. 


Ry. et al. 
16113—Oklahoma City Live Stock Exchange et al. vs. A. T. & S. 
F. Ry. et al. 
16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
19068—Northwestern Live Stock Shippers Traffic League vs. Gt. 
Nor. Ry. et al. 
19736—Cudahy Packing Co. vs. O. S. L. R. R. et al. 
19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 
wer Wy S. Jobe vs. Sou. Pac. Co. et al. 
. & S. 2917—Live Stock from Western points to Chicago-Milwau- 
"kee Territory. 
. = S. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 
ans. 
1. & S. 2965—Cancellation of Rate and Restriction of Combination 
Rule on Stock Cattle. 
October 17—Washington, D. C.—Examiner Corbitt: 
Valuation No. 1065—In re tentative valuation of the property of the 
Terminal R. R. Association of St. Louis et al. 
October 17—Chicago, Ill.—Examiner Fuller: 
19557 (and Sub. 1)—Chicago Gravel Co. vs. Indiana Harbor Belt 
R. R. et al. 
October 17—Washington, D. C.—Examiner Corbitt: 
Valuation No. 1042—In re tentative valuation of the property of the 
St. Louis Transfer Ry. 
Valuation No. 1037—In re tentative valuation of the property of the 
East St. Louis Connecting Ry. 
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Valuation No. 1057—In re tentative valuation of the property of St. 

Louis Merchants’ Bridge Terminal Ry. et al. 
October 17—Argument at Washington, D. C.: 

13110—The Minneapolis & St: Louis Railroad Co. vs. Peoria & Pekin 
Union Railway Co. 

8819—West Coast Lumbermen’s Association et al. vs. B. & A. R. R,, 
Director General et al. 

15044—-Pacific Mutual Door Co. vs. Ann Arbor R. R. et al. 


October 18—Washington, D. C.—Examiner Weems: 
ba iy f= _— 1)—American Hawaiian §S. S. Co. et al. vs. Erie 
- am Ce 


October 18—Washington, D. C.—Examiner Johnston: 
Valuation No. 1040—In re tentative valuation of the property of the 
Manufacturers’ Jct. Ry. 
October 18—Argument at Washington, D. C.: 
18357—Nassau Lumber Company et al. vs. Long Island R. R. 
11889—Port Arthur Chamber of Commerce and Shipping vs. Texar- 
kana & Ft. Smith Ry. et al. 
1. & S. 1304—Interchange switching of lumber and timber at Port 


Arthur, Tex. 
18748—Western Petroleum Refiners’ Association vs. St. L.-S. F. Ry. 
et al. 
a a ee Petroleum Association vs. Aberdeen & Rockfish R. 
. et al. 


October 19—Bismarck, N. D.—Special Examiner Rogers: 
19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 


October 19—Argument at Washington, D. C.: 
as gg F, Barker Produce Company et al vs. Arizona Eastern 
e 
bas (and Saab. No. 1)—Texas Pacific Coal and Oil Company vs. A. 
& S. F. Ry. et al. 
19991 -Fiynn, Welch and Yates vs. A. T. & S. F. Ry. et al. 
19032—The Jewel Company, Inc., vs. A. T. & S. F. Ry. et al. 
October 19—Washington, D. C.—Examiner Hays: 
Valuation No. 1038—In re tentative wannilon of the property of the 
East St. Louis Jct. R. R. 
October es ae ge at Washington, D. C.: 
=e o & New Mexico Coal Operators’ Assn. vs. Santa Fe 


18677—Illinois Supply Company vs. Southern Ry. et al. 
19027—-The Liberty Glass Company et al. vs. La. & Ark. Ry. et al. 
ae ola Burger Brothers Co. vs. Akron & Barberton Belt R. R. 
eta 
October 21—Washington, D. C.—Examiner Weems: 
19943—-Potomac Poultry Food Co., Inc., vs. Penna. R. R. et al. 
October 21—Ft. Worth, Tex. —Examiner Money: 
14935 (and Sub. Nos. 1 and 2)—Mistletoe Creameries, for and on 
behalf of Nissley Creamery Co., vs. A. T. & S. F. R q 
* 14717—Mistletoe Creameries et al, vz; 42. Tb. & So. F..- oe... et al. 
(further hearing solely with respect to the question of reparation 
under decision of Commission). 


October 21—Argument at Washington, D. C.: 
18207—The Cliquot Club Company et al. vs. A. C. L. R. R. et al. 
ee Mineral Water and Beverage Assn. vs. B. & O 
. R. et al 
18779—The Ulster and Delaware R. R. Co. vs. N. Y. C. R. R. et al. 
19286—Blanchard Lumber Co., Inc., vs. N. Y. N. H. & H. R. R. 
October 22—Argument at Washington, dD. ©: 
18307—Marvil Package Company vs. Norfolk Southern R. R. et al. 
18569—The Vineland Basket Co. et al. vs. Penna. R. R. et al. 
18426—Federated Metals Corporation vs. Ill. Cent. R. R. et al. 
18611—National Association of Hat Manufacturers, Inc., et al., vs. 
Alabama & Vicksburg Ry. et al. 
18904—Vacuum Oil Company vs. A. C. L. R. R. et al. 
October 24—Ft. Worth, Tex.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, Part 9—Live Stock-Western 
District Rates. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Sep- 
tember 15-22, inclusive, was 149,367, as compared with 161,968 
ears in the preceding period, according to the car service divi- 
sion of the American Railway Association. The average daily 
shortage reported was 620 cars, made up of 410 gondola and 
210 hopper cars. The surplus was made up as follows: 

Box, 70,369; ventilated box, 204; auto and furniture, 9,732; total 
box, 80,305; flat, 5,268; gondola, 21,808; hopper, 15,932; total coal, 


Zi. 740; coke, 652; S. D. stock, 13,740; D. D. stock, 1,736; refrigerator, 
8,852; 't tank, 294: ‘miscellaneous, 780. 


Canadian roads reported a surplus of 17,000 box, 250 auto 
and furniture, 300 S. D. stock, 500 refrigerator, and 200 miscel- 
laneous Cars. 
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LEONARD’S GUIDE 


Freight —Express— Parcel Post 
Rates and Routing 


G. R. LEONARD & CO. 
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CARLOADING and DISTRIBUTING 
COMPANY 








BUILT UP TO A STANDARD 
NOT DOWN TO A PRICE 


Two important factors enter into 
the price of any commodity or 
service; the quality desired and 
the quantity to be produced. 


You can build down to a price for 
quick sale to a transient trade, 
or UP TO A STANDARD for 
continued sale to a permanent 
clientele. 


In our business the volume neces- 
sary-to maintain reduced rates 
is dependent on your continued 
patronage UNIVERSAL 
FREIGHT SERVICE is, there- 
fore, necessarily built up to a 
standard not down to a price. 


Universal Freight Service Means 
Universal Satisfaction 





_For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEw YORK CITY, N. Y. 
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EXPEDITE YOUR TRAFFIC 


Eliminate Congested Classification Yards 
Avoid Rough Handling 


Encourage Your Customers’ Patronage 
By Seeing That They Are Given the 
BEST TRANSPORTATION SERVICE AVAILABLE 


GOOD TRANSPORTATION is a most important feature in merchandising. 


No railroad is better situated to render the highest type of transportation 
service than the Chicago South Shore and South Bend Railroad. 


The South Shore Line offers a new avenue of traffic from west to east and from 
east to west. 


Through its connection with the N. Y. C. & St. L. (L. E. & W. District), at 
Michigan City, Ind., the South Shore Line has built the foundation for an ever increas- 
ing volume of traffic, from satisfied shippers who appreciate the efficient manner in 
which their freight is handled. 


The Chicago South Shore and South Bend Railroad, electrically operated, con- 
nects through the various belt railroads to all western lines at Chicago as follows: 


E. J. & E. - 

I. H. B. - - 
B. & O. C. T. 
Illinois Central 
Pullman R.R. - 


Belt R. R. of Chicago - 


CRL&P. - - 


Goff Junction, Gary, Ind. 
East Chicago, Ind. 
Hammond, Ind. 
Kensington, Iil. 
Kensington, Ill. 

through Pullman R. R. 
through Pullman R. R. 


Route your freight over the Chicago South Shore and South Bend Railroad and 


watch the difference. 


Chicago South Shore and South Bend Railroad 


CHICAGO OFFICE 
Room 605, 79 West Monroe Street 
Telephone Central 828¢ 
F. W. Shappert, Ass’t to the Vice-Pres. 
Wm. Petersen, Traffic Manager 
C. L. Binger, Ass’t Gen. Frt. Agt. 
W. R. Jones, Commercial Agt. 


SOUTH BEND OFFICE 

301 North Michigan Street 
Telephene Linceln 5764 

A. W. Oberfell, General Freight Agent Ernest Irber, G. A., 316 Corn Exchange Bldg., 

R. E. Frantz, Traffic Representative en, See Saree 


OFF-LINE AGENCIES 


A. Waldbauer, G. 528 Park ar | 
Pittsburgh, Pa., Tele Atlantic 6174 


Wm. H. ion, G. 
Bldg., Detreit, Mich., Telephone Empire 6640 


J. M. Pareell, G. 717 Commerce 
Kansas City, Me., Telephene Victor 687 


(SEE MAP OF CONNECTIONS ON OPPOSITE PAGE) 
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The Chain of Duleuster Terminals 
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Allied Inland Warehouses 


BOSTON TIDEWATER TERMINAL, Inc. 


J. M. Heffman, V. P. & Gen’l Mgr. 

| 666 Summer St., Boston 

| Adequate, modern dockage facilities, direct 
rail connection all railroads — direct. dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
















BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 


1 |. PHILADELPHIA 
PHILADELPHIA TIDEWATER 
TERMINAL 
G. M. Richardson, Gen. Mgr. and 
Treasurer 
10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage oe available — Lowest insurance 





rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — ad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 


piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 


Shippers: 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State St.. New York 


Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 

No long trucking—No piling—Maxi- 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 

nish any kind 


NORFOLK 
NORFOLK TIDEWATER 
a oe ts 
Nerfelk, Va” 
Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
} handling, all classes of cargo— Forty 
/ acres open storage space for lumber, metals 
= ores. No lighterage. Served by Nor- 
olk’s 





eight Trunk Lines. 





ay age Be trucking — 
rom ip—No or 
transfer cha: Reasonable stor- 
age and hand charges. 


NEW YORK 




















































The above means great money saving to you. Read carefully —then direct 
your freight to be delivered to these spiendid terminals, and warehouses. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safe 
Single ¥ pe sere Boe 7! 


and security with lowest possible insurance rates. Our 
management specializing in the operation of terminal and warehouse f: 


Unit Policy of 


tion under a 
ties insures uniform stand- 


ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 
Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 


319 Commercial Trust Building, Philadelphia, Pa. 


—03-d6-10-I-Se=2 
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Offers a 
Highly Developed 
Freight Service 
between 


The New England States and the South and 
West—Eastern Canada and all points South. 
Close affiliation with the lines listed below 
makes this an ideal route for the rapid move- 
ment of sialeepiaies 


rae National a. bid eld ahs via Rouses Point, N. Y 
Quebec, Montreal & Southern ....... 

Boston & Maine................... via Mechanicville, N. Y. 
Boston & Albany .................. via Albany, N. Y. 
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ALBANY, N. Y.—Telephone Main 3380 
J. E. Colket, Milk Agent, 
& H Building 
Cc. F. Beck, Genel Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., —— Agent, 
913 Healey Buil 
— MASS Telephore A 4106-4107 


er, 
429-430 Chamber of Commerce 2 
BUFFALO, N. Y.—Telephone Seneca 8. 
Jas. 7Yandenberge, General 
2 Ellicott Square Building 
CHICAGO. ILL.—Telephone Wabash 8994 
Cc. H. Gene Agent, Freight Dept., 
1101-02 Webster pane. 
327 South 


MONTREAL, QUE-Telephone Uptewn 7424 


66 1446-48 Woolworth Building, 
233 sae 


Gen = 4, a is 
ROUTE OF ee . 
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And Their Connections 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


New England Freight Agent, 
uilding 


Agent, ‘preight Department, 


James Fitzsimons, General Canadian Freight Agent, 

106 Drummond Bidg., 511 St. Catherine St., West J. B. Stewart, General Agent, Freight Department, 

NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
C. G. Howland, General Agent, Freight Dept., 


. G. Story, General Freight Agent, Albany, N. % 


Rolfe, Assistant General Traffic Manager, 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. 


ALBANY, N. Y. 
THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 





Super-power Locomotives, Equipped with Auxiliaries 
Adding 25% to Henle Power. 


Pennsylvania........... 

Lehigh Valley.......... | via Wilkes-Barre, Pa. 
Central R. R of N. J.. 

ys Ma eee es oe ee via Binghamton, N. Y. 
Lehigh Valley.......... via Owego, N. Y. 


ONEONTA, N. Y.—Telephone 1500 
A. W. Ackley, — Freight Agent, 
191 Main Stree 
ee me PA. Telshens Rittenhouse 1271 
Ww. General Southern Freight Agent, 
Ties-10 Finance Building, 
1420-26 South Penn Square 
PITTSBURGH, Ge penn Grant 5516 
W. Haas, Freight Department, 
513-514 ae Wane Building 
. A. Dietz, Genera] Traveling Coal Agent, 
513-514 Bessemer Building 
see et N. Y¥.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751 
J. Division Freight Agent, 
& H Passenger Station 
ST. — MO.—Telephone Garfield 1651 


1021-1022 Pierce Building 
tte N. Y.—Telephone 765 


J. Forster, Division Freight Agent, 
Union Station 


Albany, N.Y. 


J. F. ag 
Vice-President and General Manager 


Seven modern, efficient 
harbor terminals repre- 
senting an investment 
of $10,000,000 located 
on a wonderful shel- 
tered harbor on Puget 
Sound comprise the fa- 
cilities of the Port of 
Seattle. 


Mechanical equipment 
valued at $1,100,000 en- 
ables the Port of Seattle 
terminals to handle a 
variety of cargoes. 


GF 
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trans-continental 


etd egeyete ky 


cAre your routings governed 
by Facts orkancies? 


Is the routing of your export cargo to the Orient governed by fact or fancy? 


Are you enjoying the practical and economic advantages of the shortest and 
most direct route, or are you paying tribute to a popular fallacy? 


Take Yokohama, for instance: Seattle is over 500 miles nearer to Yokohama 
than are South Pacific Ports. By the “established trade route” via the Hawaiian 
Islands, Seattle is nearly 1,500 miles nearer. The difference in time is propor- 
tionate—running from a day to a week, depending upon the speed of the vessel. 
The same is relatively true of Kobe, Shanghai, Hong Kong and Manila— in fact, 
the entire Asiatic Archipelago. 


As a traffic manager these facts are of more than ordinary significance—you 
will readily realize the advantages afforded by the Seattle Gateway. 


Ist—QUICKER APPROACH to the tremendous markets of the Far East—a 
factor in the control and development of these great markets. 


2nd—QUICKER DELIVERIES in Orient markets—important in these days of 
keen competition, when the manufacturer who offers best delivery has 
the “edge” on his competitors. 


3rd—LESS “IN TRANSIT” TIME—less money tied up between the sale and 
the delivery. 


4th—PROPORTIONATE SAVINGS in insurance and interest charges—costs 
which mean many times the difference between profit and loss. 


To ignore these facts is to ignore economies and advantages which your busi- 
ness should enjoy. Route “via SEATTLE” and profit by these advantages. 


Vol. XL, No. 15 


getober 15, 


Bell Street Terminal 
SEATTLE, WASHINGTON 


For specific information address: 
PORT OF SEATTLE 
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THE SOO LINE’S GREAT 
reight Terminal 


Chicago 


The terminal is located in 
the heart of the ,business 
and manufacturing district 
of the city and covers 11 
city blocks. 


Facing at its northern end on 
Twelfth Street the structure oc- 
cupies the entire area between 
Canal and Clinton Streets, cross- 
ing Maxwell street, Fourteenth 
Street and Fourteenth Place, then 
turning to the west the tracks cross 
Jefferson and Union Streets. 
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To avoid delay, shipments for Can- 

adian destinations must be accompan- 

EDMONTON ¢ ied by shippers’ export declaration 
: made in triplicate. This document 

must be delivered to railroad agent at 

initial point with the shipment and ac- 

company same to Canadian port of 


SAULT SAINTE MARIE 


MENOMINEE 


: MINNEAPOLIS 
ALWAYS DEPENDABLE 0 MANITOWOC 


SAINT PAUL 


FREIGHT SERVICE MILWAUKEE 


AGENCIES 
Boston, Mass., 40 Central St. Portland, Ore., 8rd and Pine Sts. ICAGO 
= N. Y., 409-410 Iroquois 5 St. Louis, Mo., 2050 Railway Exch. Bldg. = 
i Bldg. St. Paul, Minn., 1112 Merchants 
i Nat'l Bank Bldg. 
polis, Mins Soo Line Bldg., 5th St. and San F 675 Market St. 
Marquette Ave, em ya 


Neenah, Wis. Bldg. 
New York, N. Y., Woolworth Bldg. Spokane, Was Wash. 100 1006 Old! Nat'l Bank Bldg. 
uperior, Wii 
6 loomfield A: Tacoma, Wash 1118 Pacific Ave. 
Philadelphis, Pa., Cross B hoon St. at 15th lukesha, Wi 
Pittsburgh, Pa., 2041 Oliver Bldg. 


ROUTE TOUR FREIGHT - - - CARE SOO LINE 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGsj 


“,.1t must 
be dry.” 


Calcium Chloride is a moisture absorb- 
ent, widely used as a dust preventive, 
road binder and concrete accelerator. It 
must be kept absolutely dry until the 
moment it is applied. 


e 195 ee lh 










Calcium Chloride is shipped in both carload and le. 
an-carload lots to points in the United States and Canada... 
Any package we use must be decidedly waterproof to prevent 

iquifying in transit ...The conditions to which we subject our 
yo are very severe, but we have found Bemis Waterproof 
$ satesfactory in every respect.”” 






—~ Dow Chemical Co, 





hemical Co. were seek- 
container for Calcium 
would be easy to handle, 
ely moisture proof. The 
img with engineers of the 
bag shown at the left. It | Bag Factories 
pping costs and eliminat-  ineapous 


OMAHA 

—— , : NEW ORLEANS 
Opting bags, especially de- — san FRANCISCO 

the utmost safety, con- —'NDIANAPOLIS 

|found that bags offer kansas city 

t, storage space and __ SEATTLE 

ile WINNIPEG 


EVERAL years ago t 
ing a satisfactory s 
Chloride; a contairk 
economical and, above a 
Bemis Technical Staff, 
Dow Chemical -Co. p 
was a distinct success, 
ing losses from damag 





























Every year more shipp 
signed to carry their pr 
‘venience. and economy. 
substantial savings ~sa 
handling costs that are 














.~ HOUSTON 
If savings of this kind are of »the Bemis Tech-  BROONEXN 


ane Myf your product. = wicnita 
They will tell you quickly . ee 














m whether bags WARE SHOALS.S.C. 
can be used to your advantag ae Cotton Mills 
a ST. LOUIS 
BEMIS BRO. BAG CO. Address: nage tanagg 
oN BEMIS, TENN. 
Bleachery 


INDIANAPOLIS 
Raber Mill 
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BAGS 


= BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 


Mr. MANUFACTURER 
In the future location of your plant have you 
given the USE of CARS the con- 
sideration it should haver 



























THE BALTIMORE AND OHIO SYSTEM 






















ad and less. 
pes ‘THE BALTIMORE AND OHIO CHICAGO, Adequate _. supply 
Woman TERMINAL RAILROAD often determines 
hnennteail CHICAGO, ILL. whether a plant can 
ne Samal) {forANO CENTRAL STA be operated profitably, 
; , 6OC.T. ALR. SaaS and orders filled 
expeditiously. 

; The B&OCT R. R. Co. 
ories WODE always has an ample 
™ g ABROOKOALE supply of cars to meet 
7” Va aN the most critical 
mente “i requirements due to 
>OLIS ! its car interchange 
“ITY RANI a hae “Co 4 with all railroads. 

. if 

iar ATS. Seats. This obviates the 

N Ny = “ eri crimping of — in 
YALS, $.C XQ ret,” 


100% performance in 
meeting your needs, 
both as to type of 
equipment ordered 
and promptness in 
furnishing. 


Locate your plant where you can secure 
every advantage in car supply 


ADDRESS 
J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 


CHICAGO CHICAGO 
(ie et eS me RR EN a SBR RPO OE TE EP SETTER RES INOS 8 SA OES EE NOTRE IE 
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SOUTHERN PACIFIC LINES 


STIOdVANNIW © 
“Spi @eZueyqoxg 
SIHdMAK © 


Merchants Bank Bidg. 
KANSAS CITY 


Railway Exchange Bldg. 


INDIANAPOLIS 
*SPIA OF] wep1]0d0230;q 


® 
® 


ATUAALNOW @ 


ZS “ON ‘OABYY Op OdUID “aay 
ALIO OOIXaK @ 


Majestic Bldg. 
Manzana de Gomez 


® HAVANA 
4j0138ZuBy] O1gIpA 


@ DETROIT 


While importa 
begint 
may | 


Where they reach 


ONE YEAR 
SIX MONTE 
THREE MO 
SINGLE CO 


Hippodrome Bldg. 


® DENVER 
Boston Bldg. 


@ CLEVELAND 


418-430 S 
CH 


seaptoig ool “Ldad 
*“SSVd—ALIO HUOA MAN @ 


svapvoig col “Ldad 
“LDA—ALIO HUOA MAN © 
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‘SPI preyed 
VIHd Ta aVIIHd © 

“SPI eUuIIIIg 
ALIO VNOHVINO ® 


@ 


"2PId 428d 
HDUNASLLId @ 


Ellicott Square Bldg. 


® BUFFALO 
® CINCINNATI 
Dixie Terminal 
3S Urey qos Ip 
ALIO ANVI LIVS 


SOUTHERN PACIFIC INCREASES BAY FLEET 


HREE new steel ferry boats have recently the propelling power direct from the pilot house. 
been added to Southern Pacific’s fleet which Each boat cost $525,000. They operate between 


carries automobiles and passengers across San Francisco, Oakland Pier, Alameda Pier and 
San Francisco bay. The new vessels are named Richmond ; 


“Stockton,” ‘‘Fresno’”’ and “Lake Tahoe.’ They : : , 
are among the largest Diesel electric ferry boats In the past twenty years Southern Pacific has 
in the world. transported approximately 474 million passengers 

Each boat has capacity for 95 automobiles. across the bay under all kinds of weather con- 
They are equipped with a switching and con- ditions without loss of life or serious injury due 
trol device which permits the pilot to control to accident to the boats. 


® BIRMINGHAM 
Woodward Bldg. 
& BOSTON 
Old South Bldg. 
“SPI wexe]14H 
SINOT “LS ® 
%§ Top FIs 
WILLVAS @ 


Write, telegraph or ‘phone 
® ‘*General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 


Union Trust Bldg. 


738 suey ses 
‘0 “d ‘AHANOONVA @ 


“SPlq wieqRes 
‘O ‘d ‘NOLONIHSVA @ 


@ ATLANTA 
Healey Bldg. 


® BALTIMORE 





